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INTERCOASTAL PROBLEMS 


Assuming that Examiner E. P. Hurley is correct in 
his finding in the Baltimore port equalization case, that 
the Commission does not have jurisdiction over the 
rates, rules, practices, and regulations of the intercoastal 
boat lines in issue in the proceeding, has not a situation 
been presented with which Congress should deal? 


“The mere fact that the application of the water 
rates actually charged under the conference agreements 
heretofore referred to admittedly operates to neutralize, 
to some extent, the rail differentials now existing in 
favor of the port of Baltimore, is not sufficient to bring 
these rates within the jurisdiction of the Commission,” 
says the examiner. 

If the intercoastal water carriers may, without inter- 
ference from the federal regulating agencies—the Com- 
mission and the Shipping Board—make rates that have 
an effect on rail rates that are subject to regulation by 
the Commission, do we not have a situation in which 
the water lines become “regulators” of rail rates? The 
issue presented in the Baltimore case is, of course, apart 
from that of the general question of relationship of 
intercoastal water rates to transcontinental rail rates, 
but it emphasizes the power that the water carriers have 
with respect to rates under existing conditions. 

The Hurley report raises a question as to whether 
or not Congress should not review this matter, that it 
may determine whether the law should not, at least, be 
clarified and made more specific than it is with respect 
to port-to-port traffic and arrangements under which 
shipments may move by rail from interior points to the 
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ports and, thence, by water to other ports of the United 


States. 


RAILROADS MUST HELP THEMSELVES 


For a long time we have urged that aggressive ac- 
tion ought to be taken by the railroads to arrest the 
downward tendency of the net return earned by them, 
our interest being, not in railroad investors earning a 
proper return on their investment, but in compliance 
with law and sound economics, realizing that, unless 
they are complied with, railroad efficiency must suffer 
and the commerce of the country suffer with it. We 
note with pleasure that, though the railroads have not 
yet adopted the policy we have suggested, S. O. Dunn, 
who is in charge of railroad public relations propaganda 
in the west, is publicly advocating it. Why, in his ca- 
pacity as director of public relations, he does not attempt 
to convince the railroads in private instead of making 
his views public, we do not know. Perhaps he has done 
so without success and is now trying another method. 
Perhaps he is doing as he is with the consent of the 
railroads, the purpose being to test the public pulse 
before they get behind the kind of campaign. proposed. 
We do not know. But we agree with Mr. Dunn. We 
cannot state the case any better than he stated it in a 
recent address before the Western Railway Club in 
Chicago. 

He attributed the decline in the percentage of return 
earned by the railways in 1927, and the further decline 
that has occurred thus far this year, mainly to the diver- 
sion of passenger and freight traffic from them to other 
means of transportation that are aided by the govern- 
ment, to declining rates, and to advancing wages. 

“The facts clearly show,” said he, “that the adverse 
influences affecting railway results have been gaining in 
strength within recent years as compared with the favor- 
able influences. The percentage of return earned upon 
their investment averaged only 314 per cent during the 
depression of 1921 and 1922. It increased until it 
reached 5 per cent in 1926, but it declined in 1927 to 4.29 
per cent and has been less thus far this year than last 
year. We hear much said of the benefits that have been 
derived from co-operation between the shippers and the 
railways, and from other méans that have been adopted 
within recent years, to improve service and effect econ- 
omies. It is time we should begin to ask who actually 
has been and is being benefited. 

“Shippers have received the benefits of more ade- 
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A Broader Service for Shippers 
To and From the St. LouisTerritory 


OINING of facilities ot 
the electrified and steam 
carriers of this railroad 

system under a common man- 
agement means much to ship- 
pers buying freight transpor- 
tation to or from the Illinois 
and St. Louis territory. 


The map shows how these 
lines reach the important rail- 
way terminals in central and 
eastern Illinois and how they 
circle with an outer belt the 
vast industrial zone on the 
east side of the Mississippi 
river at St. Louis. 


These steam and electrified lines 
serve exclusively more than 200 
industries and reach 3,000 others 
through reciprocal switching ar- 
rangements. They have access to 
a score of coal mines in three 
Illinois districts with annual pro- 
duction of 5,000,000 tons. 


This railroad enters St. Louis 
over its own independent rail 
bridge, with an elevated approach 
over the eg railway yards on 
the Illinois side. It is a trunk line 
as well as a participating carrier, 
serving shippers in the St. Louis 
and east side industrial zone with 
trans-river and terminal facilities 
and affording through freight han- 
dling by direct line haul to central, 
northern and eastern Illinois. Inter- 
change rates and connections exist 
— railroads to and from all 
points. 


The facilities of the railroads 

com —_ the Se 

road System give 8 grou 

of carriers pol g advantage for 

prompt and efficient handling of 
shipments of every kind. 


Illinois Terminal 
Railroad System 


Illinois Terminal Company, Lessee of 
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yate and better service and reduced rates. Railway 
employes have benefited by advances in wages. Mean- 
time, there has been no increase in the net operating in- 
come earned by the railways anywhere near commensu- 
rate with the increase in the investment in their proper- 
ies. The investment in the railways at present is about 
$4,000,000,000 greater than it was in 1923, when railway 
executives adopted their comprehensive program for the 
improvement of railway properties, of operating meth- 
ods, and of service. The railways did not earn anywhere 
near a fair return in 1923, and yet the increase in net 
operating income this year over that of 1923 has thus 
far been at a rate sufficient to yield a return of not more 
than 1%4 per cent on the new investment that has been 
made since 1923, and the percentage of return being 
earned on the entire investment is less than it was five 
years ago. 
' “In most parts of the country no attempt has been 
made to compel motor coaches and trucks operated on’ 
the highways to pay for their use in direct proportion 
to what their operation costs the public that built the 
highways. To whatever extent they fail to pay in pro- 
portion to what their operation costs the public, their 
competition with the railways is subsidized by the 
public. Furthermore, common carriers by highway are 
not subjected to such government regulation of their 
service and rates as the railways are. 





“The situation as respects water competition is sim- 
ilar, and a strong agitation is in progress to make it 
worse. Construction of the Panama Canal has made it 
possible for steamships to compete much more effectively 
with the railways than in the past. The effectiveness of 
their competition is enhanced by the fact that their rates 
are not regulated, while the railways are so regulated as 
to prevent them from making rates to meet water com- 
petition. Heretofore, excepting on the Great Lakes, the 
competition of carriers by most inland waterways has 
been comparatively ineffective. It is now proposed to 
embark on a very extensive development of inland wa- 
terways, and the government of the United States has 
engaged in the ownership and operation of a barge 
service on the Mississippi River system, the appropriation 
for this service having been trebled at the last session 
of Congress. 

“It is being claimed that the losses incurred by the 
government in operating this barge service may be prac- 
tically diregarded because of the benefits resulting to 
agriculture and business from having the government 
carry freight at rates lower than the railways can make. 
Undoubtedly, if we more extensively develop inland wa- 
terways, and private enterprise fails to provide boats 
and barges on them, it will be contended that govern- 
ment ownership and operation of boats and barges 
should be extended to all these waterways. If the cost 
of providing the waterways, and even the deficits in- 
curred by the government in providing and operating 
boats and barges, are to be practically disregarded, then, 
of course, lower rates can be made by water than by rail 
and more business can be taken from the railways. 

“In addition to being our only means of transporta- 
tion which has to rely on its own earnings for the where- 
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withal with which to pay all the capital costs and oper- 
ating expenses incurred in rendering service, the rail- 
roads are being subjected to a kind and amount of 
regulation which are applied to no other means of 
transportation. Never in any of the eight years since the 
transportation act has been in effect have they earned 
the fair return it assured them. The percentage of return 
earned by them has been declining since 1926, and yet 
no regulation of the rates of competing means of trans- 
portation has been adopted. Reductions of railway rates 
have been made, and others, especially on farm products, 
are threatened under the Hoch-Smith resolution, while 
every arbitraton board organized under the Watson- 
Parker railway labor act has awarded an advance in 
wages. The improvement in railway service during the 
last five years has contributed greatly to the welfare of 
the country. The reward the railways as a whole are 
receiving for this is not an increase, but a reduction, of 
the return on each dollar of investment represented by 
them. 

“Regardless of how much it may aid other means 
of transportation, the public will continue for years to 
come to be dependent mainly on the railroads for trans- 
portation service. If the tendencies now prevalent con- 
tinue to prevail it will be only a matter of time until the 
public will find it can no longer depend on the railways 
for the kind of service they have rendered during the last 
five years. 

“The railways should vigorously oppose the policies 
of the state and national governments which result in 
the subsidizing of competition with them and even in 
the government itself engaging in this competition. They 
should demand either that other means of transportation 
shall be subjected to the same kind of regulation that 
the railways are, or that the regulation to which they 
are subjected shall be so changed as to give them entire 
freedom to compete with their competitors. They should 
seek the repeal of the Hoch-Smith resolution, which is 
economically unsound and will hang as a threat over 
the entire freight-rate structure as long as it is in exist- 
ence. They should seek advances in rates sufficient to 
compensate not only for any reductions, but to increase 
their earnings until they will get the fair return to which 
they are entitled. They should also consider whether 
the federal legislation under which advances in wages 
are constantly being awarded is working fairly. 

“The railways cannot continue indefinitely with an 
inadequate and declining net return to render good 
service. Their right to earn a fair return is as unques- 
tionable as the right of shippers to good service and 
reasonable rates and the right of employes to reasonable 
wages, and there is something seriously wrong with a 
policy which results in the diversion of traffic from the 
railways by government-aided means of transportation, 
in reductions of railway rates and in advances in railway 
wages in a period when the railways are falling far short 
of earning a fair return.” 

We hope the railroads will take the advice that is 
being offered. Of course, they agree with the statement 
of the facts as to what is being done against their in- 
terest. The only question is what they will do about it. 
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It seems to us that, no matter how good their cause or 
how sound the arguments made for it, they cannot 
and ought not to expect to have the situation cleared if 
they themselves are not willing to come to the front and 
fight. They are in position and have the machinery to 
present the facts as no one else can. They need not fear 
condemnation for standing up for what they consider 
their rights. Their complacent submission, without pro- 
test, to much of what has happened and is happening 
has contributed as much as anything else to the public 
impression that they have no particular cause for dis- 
satisfaction. There will always be those who think 
soundly in economics who will maintain the right, but 
the railroads must help pull their own chestnuts out of 
the fire or they will be burned. 


MOVE FOR WESTERN ADVANCE 


The Traffic World Washington Bureau 


Western trunk line railroads have taken the first step look- 
ing toward an increase in substantially all rates on heavy-load- 
ing commodities. E. B. Boyd, C. W. Galligan and H. G. Toll, 
tariff publishing agents, have asked the Commission to vacate 
the maintenance part of a large number of orders so that they 
may file blanket supplements proposing increases, the tariffs 
so filed to be subject to protest and suspension if the Commis- 
sion thinks an inquiry necessary. 

When the Commission orders new rates, it requires the 
carriers to “establish and maintain” such rates until its “further 
order.” Where there is such an order, new schedules proposing 
different rates may not be filed until the maintenance part is 
lifted. 

The publishing agents assert that increases in expenses of 
the railroads make it necessary for them to ask for higher 
rates. They point out that, excluding the Union Pacific, because 
it does not come east of the Missouri River, the Western Trunk 
Lines, in 1928, earned only 2.97 per cent on their property 
investment. 

The agents said specific proposals would be docketed for 
public hearings when the maintenance part of the orders listed 
by them was vacated. They did not give any hint as to the per- 
centage of increase, but said they asked for the vacation of 
the maintenance part of the orders, as was done in the case of 
General Order No. 28 and Ex Parte 74 blanket tariffs, so as to 
enable the railroads to obtain the benefit of increased rates 
with the least possible delay. 


BARGE LINE LAW HEARING 


The Commission will hear argument October 12 for the pur: 
pose of obtaining the views of all interested parties with respect 
to the meaning and purpose of the provisions of paragraph E, 
section 2, of the act of May 29, 1928, amending the Inland 
Waterways Corporation act, and also with respect to the pro- 
cedure that should be followed by the Commission thereunder, 
particularly with reference to the question of the extent to 
which public hearings are required. The paragraph in question 
relates to certificates of public convenience, the establishment 
of through routes and joint rates, and equitable divisions. 

Those desiring to be heard are requested to advise the 
Commission on or before October 5, specifying the amount of 
time they desire. 

The part of the law on which the angument is to be held 
is that designed to bring about widespread applications of 
joint rates, through routes and divisions between the govern- 
ment barge line and the railroads, and between any privately 
operated common carrier barge line and the railroads. 


OIL TRAFFIC OF RAILROADS 


Addressing the National Petroleum Association at its annual 
meeting at Atlantic City, September 19, Willis Crane, traffic 
attorney of the association, asked and answered the question, 
“Can the railroads hold their oil traffic?” In substance Mr. 
Crane said the railroads were losing their oil traffic and would 
continue to lose it unless they bestirred themselves to make 
rates that would induce oil to remain on the rails instead of seek- 
ing competitive methods of transportation. 

As a practical matter, he said, the crude oil traffic was 
already lost by the railroads to the pipe lines. For the country 
as a whole, in 1927, he pointed out, the takings of the railroads 
of crude was only slightly more than 9 per cent and in the 
eastern territory less than one per cent of the possible move- 
ment by rail. 

Mr. Crane suggested it was timely for the railroads to give 
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earnest consideration to the question whether the r 


efi 
traffic was safely theirs, and if not, to give earnest consent 


tion to means of preserving it. He pointed out the fact that in 
the eastern refining section the railroads were not giving th 
consideration they should to the making of rates that would 
assure a continuance of the movement of unfinished products 
from one refinery to another. In part, Mr. Crane said: ' 


There is another source of increased revenue whic 
carriers are overlooking: That is in the matter of the export traf 
The export market constitutes a safety valve which relieves the 
burden on domestic markets, and provides a source of revenue to the 
carriers over and above the traffic requirements of the domestic 
markets. In a sense the export traffic is pure velvet to the railroads 
for it is tonnage which moves without relation to domestic demanq’ 

Consider the situation of the inland refiners in western Penn: 
sylvania or Ohio. In the absence of export rates lower than the 
domestic rates, the export safety valve is practically closed to these 
refiners. They can ship none of their heavily-produced products 
such as gasoline, or kerosene, and their lubricating oil outlet is eon: 
tinually diminishing. 

I have the situation of one representative refiner in the wester) 
Pennsylvania field particularly in mind at this time. he witness 
for that company testified in the general oil rate investigation that 
its export shipments, consisting entirely of lubricating oil, had qj- 
minished from 215 cars in 1920 to 69 cars in 1926. 

The western carriers are not overlooking this opportunity. They 
maintain low rates from the Mid-Continent Field to the gulf ports 
for export and for coastwise movement, and they are reaping the 
benefit of their foresight. If the eastern carriers want a portion of 
the export business, and of course they do, they too will provide 
export rates which will move the traffic. 


WAGE NEGOTIATIONS FAIL 


Chairman Winslow, of the Board of Mediation, announced 
September 18, at Chicago, that efforts to reach an agreement 
on the wage dispute between the representatives of the 70,000 
conductors and trainmen on western lines and the carrier rep. 
resentatives had failed. The law provides that President Cool- 
idge is to be advised of the situation and for the appointment, 
at his discretion, of a fact-finding commission. In the event 
the President does not appoint such a commission, it is under- 
stood that the unions may take what action they see fit. 

The deadlock was reached over the question of eliminating 
certain working rules. The railroad representatives contended 
that the restriction with reference to the number of cars that 
could be handled in “double-header” trains and other matters 
conduced to inefficient operation and should be done away with. 
It is understood that the conference committee of managers 
of the railroads offered an increase of 6.5 per cent in wages, 
with no changes in the working rules, or a 7.5 per cent increase 
in wages, and agreement to arbitrate the matter of the rules. 

The employe representatives contend that the elimination 
of the rules in question would be equivalent to a reduction in 
wages of approximately 15 per cent. 

“The carrier representatives hold that the rules in their 
present form are burdensome and should be changed,” said 
E. P. Curtis, head of the conductors’ organization. “We have 
asked them to formulate in just what way the rules are bur- 
densome, with a willingness to arbitrate or attempt to reach 
an agreement on any specific issue presented, but the railroads 
have insisted on putting the matter of a general revision up to 
arbitration and have consistently refused to state in just what 
way the rule is burdensome.” 

According to J. W. Higgins, chairman of the conference 
committee of managers of the western railways, “the public 
should understand that the failure to settle the controversy 
between the western railways and their conductors and train- 
men has been entirely due to the rejection of the labor organ- 
ization of the two different proposals of arbitration.” The first 
proposal was that of the conference committee and the second 
was drawn up by the members of the Board of Mediation. It 
provided for an advance of 7.5 per cent in wages and that the 
question of the elimination or modification of the rules should 
be left to the individual railways and their own employes. 

Whether or not the Board of Mediation, under section 10 of 
the railway labor act, would notify the President that the dis- 
pute between western railroads and their trainmen and con- 
ductors threatened substantially to interrupt interstate com- 
merce to a degree such as to deprive any section of the country 
of essential transportation service, as the result of the railroads 
and the men failing to agree on a settlement, could not be 
ascertained. If the board should so notify the President, 
he may, under the act, appoint an emergency board to 
investigate and report concerning the dispute. Such a board 
has thirty days within which to submit its report and for thirty 
days thereafter, “no change, except by agreement, shall be 
made by the parties to the controversy in the conditions out 
of which the dispute arose.” In other words, if an emergency 
board should be appointed, there would be a period of sixty 
days in which the status quo would be maintained. 


h the eastern 


CONSOLIDATED CLASSIFICATION DOCKET 
In The Traffic Bulletin of September 22 is published Docket 
No. 35, of the Consolidated Classification Committee, for hear- 
insg of the Southern, Official and Western Classification com- 
mittees at Atlanta, October 31, New York, October 16, and 
Chicago, October 23. 
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Current Topics 


in Washington 


Misrouting Delay Damage Case.—Resting in peace is ex- 
what attorneys for the railroads will not permit the mem- 
pers of division 4 to do in connection with its decision in No. 
19399, Badger Lumber and Coal Company vs. Santa Fe et al. (See 
ec World, July 28, p. 179.) They have taken the matter 
to the whole Commission for rehearing and reargument. Their 
petition, signed by Kenneth F. Burgess, Walter McFarland, 
Elmer Westlake, and Bruce Scott, shows that they fully appre- 
ciate the implications of the decision, if accepted by the carriers. 
For the benefit of those not sufficiently interested to read about 
the case it is enough to say that it is the one in which division 
; awarded $63.35 as damages suffered by the complainant be- 
cause the shipment of shingles, from Blaine, Wash., to Abilene, 
Kan., was delayed in its dispatch by reason of railroad error 
in taking the car to Abilene, Tex., before delivering it at the 
proper Abilene. No rate damage of any sort was alleged or 
suffered. The only point made was that, because the shingles 
did not arrive, as expected, the complainant had to buy shingles 
in the open market, presumably at a higher price than it had 
agreed to nay for the ones from Blaine, had to pay $18 for 
trucking the shingles it bought to keep its contract with a 
buyer of whom the railroads knew nothing, and lost the interest 
on the money it had to spend, for thirty-odd days. The railroad 
lawyers, at the hearing, made the point that the Commission 
had no jurisdiction in such a case because the interstate com- 
merce act specifically remits to designated courts claims for 
damages not caused by violations of the interstate commerce 
act. Division 4, Commissioners Meyer, Eastman and Wood- 
lock, not one of them lawyers, in its report, asserted that for 
twenty years the Commission had been handling such cases. In 
their petition for disposition by the whole Commission the rail- 
road lawyers bluntly contend that the division was wrong on 
every proposition of law involved in the matter. They reiterate 
contentions made in the original hearing. As summarized by the 
attorneys, the division awarded $44.25 for loss of profits on the 
shingles that went to Texas before coming to rest in Kansas, 
$18 for drayage, and $1.10 for interest on the price of the shingles 
the complainant had to buy. The petition for reargument, to 
lay eyes, reads like a careful summing up of the law on the 
subject of what sort of cases the Commission is empowered 
to dispose of by awarding damages. The lawyers devote 48 
printed pages to an exposition of the Iaw they think governs 
the case. They assert they are not filing the petition in a 
captious spirit or because of the amount of money involved, but 
because of the far-reaching portent of the decision in its effect 
on the functions of the Commission itself. The lawyers declare 
that, in 1927, 2,527,055 loss and damage claims were filed against 
carrier members of the American Railway Association. Ten 
per cent of that number, 252,705, they estimated, were for dam- 
age resulting from delay to shipments. The implication is that, 
if the Commission does not reverse division 4, such claims here- 
after will be laid on its steps, after the railroads have denied 
them, instead of being taken to the courts or dropped. They 
suggest that, inasmuch as no cost fees are paid by litigants 
before the Commission, few claims will be droped. The railroad 
lawyers say they believe the decision is contrary to law. They 
assert that it is certainly contrary to prior decisions of the 
Commission extending from volume 15 to volume 112. Hereto- 
fore, they assert, the Commission has repeatedly declared itself 
without jurisdiction to award reparation for loss, damage, and 
delay to shipments of freight. Among dozens of other alleged 
frailties in the decision, the railroad lawyers point out that, 
even if the carriers had desired to “satisfy the complaint,” as 
set forth in section 13, so as to avoid the filing of a complaint 
coming within the jurisdiction of the Commission, they could 
not have done so because there was no violation of any part 
of the interstate commerce act. That act does not command 
the railroads to carry safely and with reasonable dispatch, but 
merely requires that they charge reasonable, non-discriminatory, 
and non-prejudicial rates. 








Hoch-Smith Resolution Loses a Comma.—Somewhere be- 
tween the legislative workshop, where it was cobbled, together, 
and the State Department, in which it was deposited as a fin- 
ished article, the Hoch-Smith resolution dropped a comma. To 
those who think of the resolution as adding nothing to the law, 
the setting forth of this fact probably means much ado about 
nothing. Those who believe the resolution a pest would be 
warranted, it is believed, in asking why fate was so unkind as 
to keep the whole thing from following the lost comma. This 
loss was discovered by Warren H. Wagner, formerly assistant 
chief examiner of the Commission, and disclosed by him in his 
brief in No. 17000, part 9, Hoch-Smith western live stock rates. 
Wagner, to a large extent, is the maker of the plan of procedure 
the Commission is following in carrying out what it has decided 
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is the intent of Congress in the resolution. Wagner declares 
that “the Hoch-Smith resolution provides that, in making 
changes in the rate structure of the country in accordance with 
its provisions, the Commission shall give due regard ‘to a natural 
and proper development of the country as a whole.’” When 
Wagner wrote that, seemingly, he took another look at the lan- 
guage of the resolution only to find that there was no comma 
setting aside the words “to a natural and proper development 
of the country as as a whole” as a factor to be considered. On 
the contrary, it was joined to the preceding part of the sentence 
without any mark of division, the failure of a comma to appear 
at that point leaving something of a question as to what the 
words might mean. Wagner’s research, however, showed that 
at one time there was a comman between the word “years” and 
the hereinbefore quoted phrase. From that he announces his 
conclusion (set forth in a footnote) that Congress intended 
“market value” as one factor and “the natural and proper 
development of the country as a whole” as another factor, both 
to be considered by the Commission in making the Hoch-Smith 
revision. Wagner found, however, that the bill signed by the 
President and deposited in the State Department was guiltless of 
a comma there. 





John Coolidge and the New Haven.—Human beings are so 
constituted that, when the son of a President of the United 
States gets himself a job, his first one, they wonder whether 
he could have annexed it without the help of father’s name. 
They so speculate notwithstanding the fact that every year the 
big corporations of the country invite the sons of men whose 
names are not on any roll of fame to put aside their college 
diplomas and go to work for them. Now that John Coolidge 
has gone or is about to go to work for the New Haven, such 
questions come up. John Coolidge needed a job, the same as 
every other young man, and no matter where he obtained em- 
ployment the question, it is suggested, would have been asked. 
The New Haven and every other employer of the son of a 
noted man gets some free advertising out of the fact. That 
road also employs a grandson of President Garfield. It is a 
certainty it has him do some of its law work, before the Com- 
mission, not because he is a grandson of a President, but be- 
cause he knows how to do the work assigned to him. It is a 
certainty that the sons of Presidents Hayes and Garfield needed 
not the names of their fathers to get them on in the world. 
As young men about Cleveland they stood on their own feet 
and were men in their own right and James Garfield, who ap- 
pears before the Commission, would succeed in the law were 
he to disguise his identity. At least that is the way those about 
the Commission who come in contact with him feel. There is 
a feeling that the distinguished man himself sometimes trades 
more on his distinction in the taking of employment than the 
son of distinguished men. 





Hard Words About Home Folks.—In his discussion of meth- 
ods for disposing of the ever eruptive terminal situation in News 
York, W. H. Chandler uses harsh language to tell the Com- 
mission about conditions on New York railroad piers, as support 
for his proposal, in No. 19715, constructive and off-track railroad 
freight stations on Manhattan Island, and I. and S. No. 3100, 
that store door delivery be established where it will result in 
economies. “No improvement with respect to handling pier 
freight has taken place in New York within the last half cen- 
tury,” he asserts. After reading that sentence his indignation, 
seemingly, caused him to assert that “in fact, conditions now 
are worse than they were thirty years or more ago.” But even 
that did not relieve his feelings. ‘With the consent and tacit 
approval of the railroads,” he continues, “the piers are now 
infested with a band of loaders who exact tribute from New 
York receivers. Without the consent of these loaders, which 
can only be obtained through physical superiority, no receiver of 
freight can avoid paying this tribute. The constructive delivery 
station enables the receivers of freight to avoid paying this 
tribute, but if these stations are abandoned, receivers of freight 
will be thrown upon the tender mercies of,these pirates. Un- 
doubtedly the railroads could control this situation if they so 
desired, but they appear to be unwilling to take any action that 
would be helpful to the merchants.” The foregoing was said 
to illustrate his prior declaration that anyone examining the 
water front facilities of New York must be struck by the ineffi- 
cient method of handling freight at the pier terminals, and 
the antiquated system of handling traffic in a city of the size 
of New York. Inasmuch as Mr. Chandler has had traffic service 
in many parts of the country, it may be suggested that his esti- 
mate as to the efficiency of doing things in what is now his 
home town may be accepted as expert testimony. 





Office Buying Warning.—In accordance with more or less 
ancient custom, Postmaster-General New has issued the cus- 
tomary notice to employes of his department that they must 
not pay money or any other thing of value to anyone “in 
consideration of the use or promise to use influence to procure 
any appointive office under the government of the United States 
for any person whatsoever.” The other part of the law quoted 
in the warning makes it unlawful to solicit or receive from 
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anyone whatsoever, either as a political contribution or for 
personal emolument, any sum of money or thing of value, what- 
soever, in consideration of the promise of support, or use of 
influence, or for the support or influence of the payee. The 
penalty for a violation of the statute, enacted in its present form 
in 1926, is imprisonment for not more than a year, or a fine 
not exceeding $1,000, or both fine and imprisonment. Mr. New, 
in his warning, says it is desirable that postmasters give this 
law the widest publicity possible “without expense to the de- 
partment.” Of course, a classified civil service employe is for- 
bidden to take an active part in political campaigns. Therefore, 
political managers are not likely to suggest to such a one that, 
if he bestirs himself in behalf of such and such a man, he, the 
manager, will use his influence to get the civil service employe 
a better job or an increase in pay. But the man not in the 
public service who humps himself in a political campaign on 
the theory that he has the promise of the boss to use his influ- 
ence to get him appointed to an office, in theory, runs the risk 
of being sent to jail and heavily fined, work usually being 
considered a thing of value. However, the courts never have 
been clogged with cases arising under this or any other anti- 
corruption statute. The fact is that promises of specific offices 
are seldom made by really potent political bosses. They do not 
want to tie themselves to particular plans because specific 
promises, when changed on account of unforeseen developments, 
leave too much soreness. A powerful political boss does not 
become or remain such by traveling over a road paved with 
broken promises, popular idea to the contrary notwithstanding. 





Government Some Buyer!—The Post Office Department has 
awarded to the International Envelope Corporation, of New 
York, a contract for furnishing the department with 12,800,- 
000,000 stamped envelopes and newspaper wrappers in the four- 
year period beginning January 1 next. The contractor is to get 
$13,209,739.70. Postmaster-General New opened bids in August 
for this work. He thought the figures too high and rejected all 
bids. Lower bids were received on the second call. The suc- 
cessful bidder on the second call cut its price to the figure 
named from $15,333,061.79. The money figures, it may be sug- 
gested, are not at all impressive in comparison with the hun- 
dreds of millions and the billions mentioned in treasury reports. 
But when one thinks of 12,800,000,000 stamped envelopes and 
newspaper wrappers some idea as to the volume of the mail 
in this country begins to take shape. Stamped envelopes, in the 
ordinary man’s business, constitute but a small part of the 
envelopes he sends and receives. Stamped newspaper wrap- 
pers seldom, if ever, come into the hands of the public, indi- 
cating that they, too, cover but a small fraction of the volume 
of mail that is being carried. The fact is that this country is 
doing such a volume of the world’s work that there is no symbol 
that gives’ to the average American any conception of the entity 
in which he is, regardless of how highly he regards himself, but 
an atomic fact.—A. E. H. 


a 
CHICAGO SWITCHING RATES 


Testimony at the further hearing in docket 19610, switching 
rates in the Chicago switching district, and the cases joined 
with it (see Traffic World, May 26, page 1294), which began at 
Chicago September 18 before Commissioner Campbell, Examiners 
Faul and Wilbur, and Statistical Analyst B. T. Elmore, was 
essentially elaboration of and further detail on that which had 
gone before. The results of carrier and shipper conferences 
held to reach agreement on matters where possible were pre- 
sented, additional detail as to the methods employed by the 
carriers in making their cost study was introduced, the results 
of that study were assembled in new form, in some instances, 
in response to shipper or Commission requests, and witnesses 
representing individual shipping interests presented further de- 
tail as to their respective positions. 

In the latter connection, there was considerable testimony 
in justification of the continuance of exceptions to the all-com- 
modity basis represented by the Lowrey agreement. At the 
former hearing the carriers expressed their intention to elimi- 
nate the existing exceptions applicable to such commodities as 
sand and gravel, coal, and grain. According to the statement 
of C. W. Galligan, chairman of the Illinois Freight Association, 
it is their intention to apply the all-commodity basis to all traffic, 
except in instances where individual carriers see fit to provide 
different treatment to some individual commodity, and with the 
exception of refuse and railroad material and a few other minor 
items. 

In connection with the proposal to increase rates between 
Chicago and Chicago Heights in I. and S. 2900 and first supple- 
ment, R. I. Pierce, of the Chicago Heights Association of Com- 
merce, presented exhibits showing more than 500 line haul rates 
from and to Chicago where the revenue produced a car was 
$24 or less—the amount produced under the proposed rates 
within the district on joint line hauls. All such rates would 
be in violation of the fourth section of the act, he said. The 
rates covered movement to territory extending as far wesf as 
the Mississippi River, as far north as the Milwaukee-Madison 
line and east into Indiana to Michigan City, he said. He asked 
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that Chicago Heights be included within the district, ang de. 
tailed the competitive reasons which, he contended, compelled 
that. The boundary of the district should be controlled by the 
area in which the carriers performed a switching service, he gaiq 

Glenn Vivian, statistician, C. M. St. P. & P., introduced ex. 
hibits supplementing those introduced at the former hearing 
which showed the results of the cost study made by the cay. 
riers. Among the facts he detailed- in that connection Were 
that the proposed rates would increase revenue of the carriers 
on one line hauls 19 per cent; 39 per cent on two line hauls 
and 22 per cent on three line hauls. ? 

One of the most important differences between the carrie; 
and shipper representatives, in connection with the formula 
used and its application in making the cost study, is the manne; 
of computing car repairs. Under the Sauer-Coverston formuig 
which the carriers used, the various elements going into that 
account are reduced to a per day basis. E. F. Sauer, specigi 
agent of the Pennsylvania, one of the authors of the formulg 
who was in charge of the cost study work, went into detail ag t, 
the reasons for the employment of that method. After explaip. 
ing some of the difficulties involved, he declared: “My whole 
experience and observation goes to show that the per day basis 
is fair.” 

According to G. W. Oliver, statistical analyst employed by 
the shippers, an apparently irreconcilable difference of from 
10 to 15 per cent in the total costs results, as between the method 
used by the carriers in computing that one account and the 
method which he suggests. 

K. E. Tholin, of the Illinois commission, presented the re. 
sults of a check he made as to terminal detention of cars studied 
by the carriers in the course of the cost study and other matters. 
He said that on 1,018 cars, which he checked, to which the 
carriers had credited 297,240 hours’ detention, he had made 
corrections amounting to 79,150 hours for “idle time.” He held 
that many errors had been made in that time was assessed 
against a particular movement improperly. He held that time 
did not begin on a particular car which might have been brought 
in from a road-haul movement until it was actually picked up 
in the yard in response to a shipper’s order for a switch move- 
ment. Accumulated “idle time” in the yards, according to him, 
was in the nature of an overhead expense and would have to 
be allocated against a variety of services, of which the switch- 
ing service was only one. 

Objecting to the application of the all-commodity basis to 
grain and its products, J. S. Brown, of the Chicago Board of 
Trade, said: “Our competition is with people in the same line 
of business at the other markets, where, in many cases, they 
have lower switching rates than we have. And the important 
thing is that at most other places the switching charges are 
absorbed.” He introduced exhibits showing the situation in that 
connection at a great many other points, contending that the 
variation in the practices demonstrated that the charges assessed 
were not based on cost but were dictated by traffic conditions. 
He contended that because of the market situation and the 
relation of the transportation charges to grain prices any in- 
crease in the cost at Chicago would have an adverse effect on 
the producer. He held that the rates on grain should be let 
alone, but that, if they were increased, all cross-town switching 
rates should be absorbed. 

Numerous other witnesses testified in support of the con- 
tinuance of exceptions, where they now exist, on such com- 
modities as sand and gravel, scrap iron and on inter-plant steel 
movements. 

Among the witnesses who appeared were the following: 
T. E. Bond, traffic manager, E. J. & E.; W. J. Hammond, traffic 
manager, Inland Steel Company; G. W. Renwick, vice-president, 
Chicago Gravel Company; Frank Renwick, president, Chicago 
Gravel Company; L. A. Behrle, general traffic manager, Chicago 
Gravel Company; J. A. Behrle, freight traffic manager, C. & 
A.; R. C. Davidson, general freight agent, Rock Island; J. D. 
Forest, assistant to the president, By-Products Coke Corporation; 
A. L. Dreher, traffic manager, Hyman-Michaels Company, and 
Ray Hurd, Belt Railway. 


MOTOR BUS REGULATION 

Plans for obtaining favorable action on proposed legislation 
to regulate the interstate operation of motor bus lines will be 
made at the semi-annual meeting of the board of directors of 
the bus division of the American Automobile Association, at 
Cleveland, O., September 25. 

The bus division, according to a statement issued by it, 
has been advised by members of Congress engaged in studying 
the need for bus control legislation, that the outlook is most 
promising for action in the final session of the Seventieth 
Congress. 

The bus division directors, it is stated, will continue to 
advocate a plan of control of bus lines by state utilities com- 
missions, with right of appeal to the Interstate Commerce Com- 
mission. 

Announcement is also made that the legislative committee 
will meet with the directors and will hold meetings with a 


similar committee of the American Electric Railway Associa- 


tion, which will hold sessions in Cleveland at the same time. 
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HETCH-HETCHY LUMBER RATE 

The Commission, by division 3, has dismissed No. 18477, 
california Peach & Fig Growers vs. Santa Fe et al., and a 
sub-number, Same vs. Hetch-Hetchy Railroad et al., on a find- 
ing that the rates on lumber, from Mather, Calif., to interstate 
destinations, between July 1, 1923, and December 10, 1924, were 
not unreasonable. The Commission further found that the 
complainant was not damaged by any undue prejudice that 
might have existed. 

A question arose as to whether the Hetch-Hetchy railroad, 
constructed and operated by the city and county of San Fran- 
cisco to haul men and materials to the Hetch-Hetchy part of 
its water works system, was a common carrier engaged in in- 
terstate commerce. Everything in connection with the case 
was as to the past because the operation of the road was 
abandoned in 1925. The owners of the short line challenged 
the jurisdiction of the Commission. Counsel for the city and 
county contended that because no information as to the in- 
tended interstate destination of the lumber was conveyed by 
the billing, the Hetch-Hetchy was not a common carrier subject 
to the interstate commerce law. 

The Commission pointed out that inasmuch as a conference 
was held, in 1922, for the devising of a plan whereby the inter- 
state destinations of the shipments could be omitted from the 
billing covering the shipments to Hefch-Hetchy Junction, the 
testimony indicated that the operating officials of the short 
line had reason to suppose complainant’s shipments would pass 
beyond the California destinations shown on the short line bills 
of lading. It therefore held that the short line was engaged as 
a common carrier in interstate commerce and that the charges 
collected by it were subject to review. 

On the merits it came to the conclusion that the collection 
of 25 cents for the service of the short line for its part of the 
service was not unreasonable. The complainant sought repara- 
tion to the basis of the Pacific coast group rates on lumber. 


RULES ON FOREST PRODUCTS 


In I. and S. No. 3082, intermediate application of lumber 
rates in Pacific coast territory, the Commission, by division 3, 
has found not justified proposed changes in intermediate rules 
governing rates on forest products between points in California 
and points in Arizona, California, Nevada, New Mexico and 
Texas, and from certain points in Oregon to points in Arizona, 
California, Nevada, New Mexico, Texas and Utah. The sus- 
pended schedules have been ordered canceled and the proceeding 
has been discontinued. 

Respondents contended that the proposed amendments 
merely reaffirmed, in substance, the provisions of their terminal 
tariffs, but the Commission said it did not agree with respond- 
ents’ interpretation of their terminal tariffs. It also said the 
rules were ambiguous and that it was not warranted in sanc- 
tioning publication of such rules. 


CORRECTED LOG RATES ORDER 


The Commission, by division 2, in No. 18307, Marvil Pack- 

age Co. vs. Norfolk Southern et al., and No. 18569, the Vineland 
Basket Co. et al. vs. Pennsylvania et al., has issued what it 
calls its second corrected order so as to bring into effect, not 
later than October 5, rates on logs from various points in North 
Carolina and Virginia to Pocomoke, Md., Laurel, Del., and Vine- 
land, Bridgeton, and Millville, N. J., not higher than 65 per cent 
of the contemporaneous rates on lumber. 
_ _Two reports have been made in this case. The first was 
in 140 I. C. C. 78; the second, on reconsideration, in mimeo- 
graphed form, was dated July 18. The order issued in connec- 
tion with the report on reconsideration, set aside an order of 
March 1. It made no distinction between the defendants in the 
two complaints which had been joined for hearing and disposi- 
tion. It commanded the “above-named defendants” to make 
the rates on the new basis without designating which group of 
defendants should do the publishing. That order, however, was 
not called the “first corrected order.” 

This so-called “second corrected order” refers back to the 
first order, dated March 1, sets it aside and specifically names 
the groups of carriers required to establish the rates on the 
basis indicated, instead of merely grouping them under the 
designation “above-named defendants,” so that each group has 
a specific order telling it what it must do. 


COMMISSION ORDERS 
No. 21141, Shelburne Cooperative Creamery Co. vs. Rutland 
et al. Complaint dismissed upon complainant’s request. 
Finance No. 7009, in the matter of the application of the 
Baltimore & Ohio Railroad for a certificate of public conven- 
lence. Wooster Sand Co. permitted to intervene. 
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No. 19968, Burdick Mercantile Co. vs. Gulf, Colorado & 
Santa Fe et al. Defendants’ petition for postponement of ef- 
fective date of order or for vacation of order herein and for 
consolidation of this proceeding with rate structure investiga- 
tion, grain and grain products, No. 17000, part 7, or in the 
event that such petition be not granted, for argument before 
entire Commission, denied in so far as it requests postpone- 
ment of effective date of order or for vacation of order. 

No. 18207, Cliquot Club Co. et al. vs. Atlantic Coast Line 
et al., and No. 18969, National Mineral Water and Beverage 
Association vs. Baltimore & Ohio et al. The effective date of 
order entered herein on June 21, 1928, has been postponed from 
October 10, 1928, to November 10, 1928. 

No. 18580, National Paper Products Co. vs. New York Cen- 
tral et al. The order entered in this proceeding on July 24, 
1928, which was by its terms made effective on or before Octo- 
ber 15, 1928, upon 30 days’ notice, has been modified so as to 
become effective on December 14, 1928. 

No. 16939, Railroad Commission of State of Florida vs. 
Aberdeen & Rockfish et al., and No. 15545, Turner-Oklahoma 
Co. et al vs. Atlantic Coast Line et al. The order entered in 
these proceedings July 10, 1928, is supplemented by addition 
of following paragraph, to be inserted immediately preceding 
the final paragraph thereof: “It is further ordered, That the 
territory from which the rates herein prescribed shall apply 
shall include all that portion of the state of Florida lying south 
of the line of the Seaboard Air Line from River Junction, Fla., 
to Jacksonville, Fla.” 

No. 21206, the Chamber of Commerce of Kansas City, Mo., 
et al. vs. Santa Fe et al. The Hutchinson Chamber of Com- 
merce, Topeka Chamber of Commerce, Wichita Chamber of 
Commerce of Wichita, Kan., and Salina Chamber of Commerce 
permitted to intervene. 

No. 15225, Board of Railroad Commissioners of State of 
Iowa vs. Central Railroad of New Jersey et al. The order en- 
tered herein on July 10, 1928, as modified September 4, 1928, 
requiring defendants according as they participate in the trans- 
portation to establish the rates prescribed in the report and 
order in this proceeding has been further modified so as not to 
require the Burlington to participate in the rate therein pre- 
scribed to Sioux City, Ia., over its route through the state of 
Nebraska. 

No. 21162, Merck & Co., Inc., vs. Baltimore & Ohio et al. 
Scott & Browne; Mallinckrodt Chemical Works and American 
Druggists’ Syndicate permitted to intervene. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 6828, authorizing the Euclid 
R. R. Co. to construct certain lines of railroad and to abandon, as 
to interstate and foreign commerce, portions of a line of railroad in 
Cuyahoga county, Ohio, approved. : : 

Report and order in F. D. No. 7008, authorizing the Chicago & 
North Western Ry. Co. to procure the authentication and delivery 
of $28,456,000 of first and refunding mortgage gold bonds, said bonds 
to be —_ by the applicant until the further order of the Commission, 
approved. 

Report and certificate in F. D. No. 7002, authorizing the Yazoo 
& Mississippi Valley R. R. Co. to abandon a branch line of railroad 
in Bolivar county, Miss. (extending from Lamont to Moores, a dis- 
tance of 4.36 miles), approved. 

Report and certificate in F. D. No. 7011, authorizing the Coal & 
Coke Ry. Co. to abandon a portion of its Turner branch in Kanawha 
county, W. Va., and the Baltimore & Ohio R. R. Co. to abandon 
operation thereof, approximately 1.61 miles, approved. : 

Report and certificate in F. D. No. 7057, authorizing the acquisi- 
tion by the Sullivan Telephone Co., Inc., of the properties of the 
Sholarie Telephone Co., approved. 

Report and certificate in F. D. No. 6961, authorizing the Union 
Pacific R. R. to operate a line of railroad in Wyandotte county, Kan. 
(extending from the end of a track known as the*Wyandotte spur 
in a general northerly and northwesterly direction, a distance of 
2.91 miles), approved. 

Report and order in F. D. No. 7094, authorizing the Columbus 
& Greenville Ry. Co. to issue not exceeding $101,000 of promissory notes 
or lease warrants in connection with the procurement of two gas-elec- 
tric motor cars and two trailer cars, condition prescribed, approved. 

Report and certificate in F. D. No. 7029, authorizing the Penn- 
sylvania, Ohio & Detroit R. R. Co. to acquire and the Pennsylvania 
R. R. Co., lessee, to operate, a line of railroad in Muskingum county, 
Ohio (extending from Zanesville to Lawton, 9.12 miles), approved. 


FINANCE APPLICATIONS 


Finance No. 7113. New York, Chicago & St. Louis Railroad Co. 
asks authority to issue and sell a promissory note for, or promissory 
notes aggregating, not exceeding $5,000,000, payable 4 months after 
date or dates, with interest at not exceeding 6 per cent, to provide 
additional working capital and to assist it to meet lawful cash re- 
quirements. 

Finance No. 7114. Chicago, Rock Island & Pacific Railway Co. 
asks authority to abandon its line from Iowa City to Elmira, Ia., a 
distance of 9.32 miles. 

Finance No. 7115. Yreka Railroad Co. asks authority to issue 
$200,000 of 6 per cent bonds to improve facilities, etc. 

Finance No. 7116. Brooksville & Inverness Railway asks author- 
ity to issue and sell to the Seaboard Air Line $54,000 of first mortgage 
6 per cent gold bonds. ‘ 
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Finance No. 7122. Panhandle & Santa Fe Railway Co. asks au- 
thority to execute to the Guaranty Trust Co. of New York a gen- 
eral mortgage on all of its property and to issue thereunder one 
registered general mortgage 6 per cent gold bond for $9,000,000 and 
to deliver it to the Atchjgon, Topeka & Santa Fe at par in satisfac- 
gon of an equal amount of indebtedness of applicant to the A. T. & 


Finance No. 7123. Western Pacific Railroad Co. asks authority 
to issue $800,000 additional of its preferred capital stock, par value 
$100 a share, and to sell the same at par for cash to the Western 
Pacific Railroad Corporation, and to issue $572,800 of additinoal 5 
per cent first mortgage bonds and to sell them at competitive bidding 
at not less than such minimum price as shall be fixed by the Com- 
mission and accrued interest. Applicant states it has been informed 
+ gene Western Pacific Railroad Corporation intends to bid for 
the bonds. 

Finance No. 7124. Sacramento Northern Railway asks authority 
to issue not exceeding $1,372,000 of 5.75 per cent promissory notes 
to the Western Pacific Railroad Co. to cover money paid by latter in 
discharging liabilities incurred by applicant in the acquisition by 
purchase of properties of San Francisco-Sacramento Railroad Co. 

Finance No. 7125. Naples, Seaboard & Gulf Railway Co. asks au- 
thority to issue $104,000 of first mortgage 6 per cent bonds and to sell 
and deliver said bonds to Seaboard Air Line Railway Co. at par. 

Finance No. 5068. Supplemental application of Seaboard Air Line 
Railway Co. for authority to amend leases between Seaboard All- 
Florida and the Seaboard; between Florida Western & Northern and 
ga Florida, and between East & West Coast and Seaboard- 
All orida. 

Finance No. 7117. Joint petition of Mountain States Telephone 
& Telegraph Co. and Artesia-Plains Telephone Co. for approval of 
acquisition by former of properties of latter in New Mexico. 

Finance No. 7118. Mississippi River Western Railway Co. asks 
authority to issue 1,100 shares of capital stock of par value of $100 
each, to provide for the purchase of the present line of railroad or 
for the construction of a new line between Victoria and Wilson, Ark., 
and for other purposes. ‘ 

Finance No. 7119. Central of Georgia Railway Co. asks authority 
to issue nominally and conditionally $1,232,000 of refunding and gen- 
eral mortgage bonds to have them ready for use as collateral security. 

Finance No. 7120. Houston North Shore Railway Co. asks au- 
thority to construct an extension from a point on its main line 
near Green’s Bayou to a point on its main line near the west side 
of the San Jacinto River, in Harris county, Tex., a distance of about 
9 miles. The extension will form a loop to serve industries near 
Green’s Bayou and the main Houston ship channel. 


PETITIONS FOR REHEARING, ETC. 


No. 18399, Badger Lumber & Coal Co. vs. Santa Fe et al. 
Defendants ask for rehearing and reargument before full Com- 
mission. 

No. 20228, U. E. Dunn et al. vs. Santa Fe et al. Complain- 
ant asks for reopening and/or rehearing and submission to 
entire Commission. 

No. 15750, and related cases, Prairie Pipe Line Co. et al. vs. 
Arkansas Western et al. Complainants ask for modification of 
report on reconsideration. 

No. 19443 and Sub. 1, Merchants & Manufacturers Traffic 
Bureau et al. Complainants and intervener, Victory Window 
Glass Co., ask for reopening for reconsideration on present rec- 
ord, reargument or rehearing by entire Commission. 

No. 11203, Standard Paint Co. et al. vs. Director-General, 
Alabama & Vicksburg et al., and No. 13869, Certainteed Products 
Corp. vs. Southern et al. Central Freight Association carriers 
ask for reconsideration and modification of Commission’s find- 
ings and orders herein. 

No. 15592, Philips Petroleum Co. vs. Santa Fe et al., and 
18437, Skelly Oil Co. vs. Santa Fe et al. Complainants ask for 
reconsideration and modification. 

j No. 18815, Ira Casterline, Inc., vs. Erie et al. 
asks for rehearing therein. 

No. 16729, Southwestern Milling Co., Inc., vs. Santa Fe 
et al. Defendant, Kansas City Southern, asks for modification 
of order. 


I. and S. 3061, railway car material between points in Illinois 
classification territory. American Car & Foundry Co., Mt. 
Vernon Car Manufacturing Co., and Deere & Co., protestants, 
ask for reargument and for postponement of effective date of 
order. 

No. 19054, G. H. Treyz & Co. et al. vs. Baltimore & Ohio 
et al. Complainants ask for reconsideration and for leave to 
argue. e 
No. 19427, Henry Marble Co. et al. vs. Baltimore & Ohio 
et al. Complainants ask for reopening for reconsideration and 
argument by full Commission. 

No. 16746, Independent Slaughterers’ Traffic Association et 
al. vs. New York Central et al. Defendants ask the Commis- 
sion to modify its order heretofore entered in this case to be- 
come effective October 1, 1928, upon notice to the Commission 
and the general public by not less than five days’ filing and 
posting in lieu of fifteen days’ notice provided for in the order 
aforesaid. 

No. 20464, the Hill and Griffith Co. vs. Baltimore & Ohio 
et al. Complainant asks for reconsideration. 

I. and S. No. 3048, hay, straw, excelsior, and other com- 
modities between official territory and southern points. Pro- 
testant, National Association of Upholstered Furniture Manu- 
facturers, asks for reconsideration on the record, as made, and 
oral argument, in so far as it deals with rates and ratings on 
moss, carload. — 

No. 10122, Standard Time Zone Investigation. Minneap- 
olis, St. Paul & Sault Ste. Marie asks the Commission to modify 
its order dated October 24, 1918, herein, by changing the time 
zone covering its line of railway extending from Flaxton, N. D., 


Complainant 
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to Whitetail, Mont., from standard mountain time to stand 
central time. ard 
No. 19256, Sam C. Weber vs. Nashville, Chattanooga & 
Louis. Complainant aks for reconsideration. &. 
No. 13576, B. J. Carney & Co. et al. vs. Director-Generay, 
agent, Santa Fe et al. Complainants ask for reopening and tha 
an order be entered awarding them reparation on shipment 
cedar poles and piling transported on more than one om 
which they paid rates in excess of the fir lumber rates on sing} 
car loads. - 
No. 14020, J. D. Hollingshead Co. vs. Aberdeen & Rockfigh 
et al. Agent Gomph, for Pacific Freight Tariff Bureay ~~ 
the Commission for modification of decision and order entered 
March 7, 1924. 
No. 18111, Corning Glass Works et al. vs. New York Central 
et al. Defendants ask for modification of order heretofore Made 
herein. 


SUSPENDED TARIFFS 


In I. and S. No. 3166, the Commission has suspended from 
September 15 until April 15 schedules as published in supple. 
ment No. 3 to E. H. Dulaney’s tariff, I. C. C. No. 25. The gus. 
pended schedules propose to change the present basis for cop. 
structive combination rates on plaster board when in mixed cay. 
loads with wall plaster, which would result in increases. The 
present schedules provide that plaster board, carloads, wil] be 
3% cents per 100 pounds higher than rates on wall plaster 
whereas the proposed schedules provide that when rates on 
wall plaster are made on combination rates, the rates on plaster 
board in mixed carloads with wall plaster will be made by 
adding 34% cents per 100 pounds to each separately published 
rate factor applying on wall plaster, carloads, and that such 
factors will not be subject to Agent Jones’ combination tariff 
I. Cc. C. U. S. No. 1. 

In I. and S. No. 3165, the Commission has suspended from 
September 15 to April 15 schedules as published in supplement 
No. 19 to Kansas City Southern tariff I. C. C. 4483. The sy. 
pended schedules propose to cancel the rates and routes on lum. 
ber, carloads, from points on the Kansas City Southern Ry. and 
connecting lines in the southwest to St. Louis, Mo., East §¢t. 
Louis, Ill., and related points, via certain circuitous routes. The 
following rates in cents per 100 pounds on lumber, carloads, is 
illustrative: 


From De Queen, Ark., to St. Louis, Mo., route, K. C. S., Kan- 
sas City and C. & A., present 29%, proposed *45%4. 


*Kansas City combination. 

In I. and S. No. 3167, the Commission has suspended from 
September 18 to April 18 schedules as published in supplement 
No. 2 to J. E. Johanson’s tariff, I. C. C. No. 2037. The suspended 
schedules propose to increase rates on petroleum and petroleum 
products, carloads, from Oklahoma producing points to El Paso, 
Tex., from 58 to 65 cents per 100 pounds. 

In I. and S. No. 3168, the Commission has suspended from 
September 17 until April 17 schedules as published in supple. 
ment Nos. 33 and 34 to Boston & Albany I. C. C. No. 8944, sup 
plement No. 67 to New York, New Haven & Hartford I. C. C. 
No. F-2755 and numerous other tariffs published by carriers 
operating in New England territory. The suspended schedules 
propose to cancel the present class rate basis or commodity 
rates applicable on granite, marble, and stone from and between 
points in New England territory and to establish, by exceptions 
to the Official Classification ratings, rates thereon made on the 
basis of sixth class or eighty per cent of sixth class, dependent 
upon the stage of manufacture of the articles involved. The 
proposed adjustment would result in both increases and reduc. 
tions in rates. 

In I. and S. No. 3169, the Commission has suspended from 
September 19 until April 19 schedules as published in supple 
ment No. 5 to Pittsburgh & Lake Erie tariff I. C. C. No. 2866. 
The suspended schedules propose to increase the rates on stone, 
broken, crushed and screenings (including crushed limestone 
and limestone screenings), carloads, from Hillsville, Pa., and 
related points to destinations in Ohio, Pennsylvania and West 
Virginia. The following rates, in cents per 2,000 pounds, is 
illustrative: Stone, broken, crushed and screenings (including 
crushed limestone and limestone screenings). 


FROM HILLSVILLE, PA., TO 


ES (ls Ml 4.4 ia pas anew sae Smead wane wees eae 115 13 
Bridgeport, Ohio 
Leckrone, Pa. 
I, CG. 208620 diced ves sissbuhde pagan ewewe pene ee 115 


FINAL VALUATION REPORTS 


Valuation No. 986, Minneapolis Eastern Railway Co., opinion No 
B-693, 143 I. C. C. 440-57, final value for rate-making purposes of 
peopest> owned and used for common carrier purposes found to b 
+ la and of property owned but not used, $123,000, as of June 3, 


NEWSPRINT PAPER INQUIRY 


The joint meeting of the shippers’ and carriers’ committees 
appointed in connection with the Commission’s investigation 
in No. 21095 (see Traffic World, Sept. 15, p. 591), will be held 
at the rooms of the Port Authority of New York, 75 West street. 
New York City, at 10:30 a. m., September 26. 
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INTERNAL COMBUSTION ENGINES 


A revamping of rates on internal combustion engines, com- 
ressors and parts thereof, in carloads, from Cudahy, Wis., and 
named points in Official Classification territory to destinations 
in Kansas, Arkansas, Oklahoma, Texas and New Mexico, 
and between points in Kansas, Arkansas, Oklahoma and Texas 
has been proposed by Examiner H. L. Main, in No. 19803, Lone 
Star Gas Co. vs. Santa Fe et al.; two sub-numbers thereunder, 
Skelly Oil Co. vs. Same, and Tidal Oil Co. vs. Same; and No. 
90397, Phillips Petroleum Co. vs. Same. He has recommended 
reparation on interstate shipments between points in Kansas, 
Arkansas, Oklahoma and Texas on the so-called hybrid rate 
basis prescribed by the Commission in Prairie Pipe Line Co. 
ys. A. W., 146 I. C. C. 149, because the commodities covered 
by these complaints may be shipped in Western Classification 
territory, in mixed carloads of oil well machinery. In that 
case the Commission, instead of awarding reparation to the 
pasis of the rates prescribed in the consolidated southwestern 
cases, established a basis of 48 per cent for single-line and 52.5 
per cent for joint-line hauls, for reparation purposes. 

In view of that fact the examiner said reparation on the 
internal combustion engines, compressors and parts covered by 
these complaints, should not be upon any basis other than the 
one prescribed in the Prairie Pipe Line case. 

Main said the Commission should find unreasonable the 
rates on shipments from Grove City, Pa., Mt. Vernon, O., and 
Olean, N. Y., to points in Kansas, Arkansas, Oklahoma, Texas 
and New Mexico, for the future, to the extent they may exceed 
commodity rates equal to the fifth class rates prescribed in 
Consolidated Southwestern Cases, 123 I. C. C. 203, minimum 
40,000 pounds, Artesia, N. M., to be considered as being within 
Texas differential territory for the purpose of applying the 
differentials prescribed in finding 18 at page 390 and in appendix 
18 of that report. He said the rates in the past should be found 
not unreasonable. 

The examiner said the Commission should further find that 
the rates assailed from Cudahy, Wis., Springfield and Cleveland, 
0., Buffalo, East Buffalo, Buffalo Junction, Painted Post and 
Black Rock, N. Y., Corry, Franklin and Titusville, Pa., and 
Charleston, W. Va., to destinations in Kansas, Arkansas, Okla- 
homa and Texas were and are not unreasonable, but that they 
will be unreasonable to the extent they may exceed the class A 
rates prescribed in the consolidated southwestern cases. 

Main said that the Commission should further find that the 
rates charged in interstate shipments between points in Kansas, 
Arkansas, Oklahoma and Texas were and are unreasonable to 
the extent they exceeded, or exceed 48 and 52.5 per cent, for 
single-line and joint-line hauls, respectively, of the distance scale 
of first class rates and differentials set forth in appendix 18 
to the report in the consolidated southwestern cases, distances 
to be computed in accordance with the basis stated therein; 
and that the complainants were entitled to reparation to the 
basis herein set forth. 


WROUGHT IRON PIPE, ETC. 


An award of reparation has been recommended by Exam- 
iner T. P. Wilson in No. 20331, Lone Star Gas Company et al. 
vs. Chicago, Rock Island & Gulf et al., on a finding of unreasonable- 
hess as to rates on wrought iron pipe and corrugated sheet iron 
meter service boxes, in carloads, between points in Texas and 
points in Oklahoma, shipped in the period between December 1, 
1926, and October 1, 1927. Complainants relied chiefly on the 
findings in Prairie Pipe Line Company vs. A. W., 132 I. C. C. 56, 
as to pipe, and the examiner said no reason was perceived for 
here departing from the ultimate findings in that case. He 
said the Commission should find that the rates on wrought iron 
pipe were unreasonable to the extent that they exceeded 35 
and 38 per cent for single and joint-line hauls, respectively, of 
the southwestern distance scale of first-class rates set forth in 
Appendix 18 to the report in Consolidated Southwestern Cases, 
123 I. C. C. 203, subject to the minimum weight and method of 
computation therein set forth, based on distances computed as 
outlined in the instant report. He said the rates on the meter 
service boxes were unreasonable to the extent they exceeded 
fourth-class rates prescribed in the Southwestern Cases, based 
on distances computed in the manner as outlined for pipe and 
that the present rates on such boxes were not unreasonable. 
Defendants should be authorized to waive collection of under- 
charges in certain instances, according to the report. 


COTTONSEED HULL FIBRE RATES 
An order of dismissal has been recommended by Examiner 
C. W. Griffin, in No. 20160, Harry Schimmel et al. vs. Mallory 
Steamship Co. et al., on a finding that the rates charged on 
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cottonseed hull fibre or shavings, carloads, over rail-water-and- 
rail, rail-and-water, and water-and-rail routes from points in 
Texas to destinations in Pennsylvania, New Jersey, New York 
and Massachusetts imposed on shipments on and after April, 
1924, were applicable and not unreasonable. 





ALUMINA SULPHATE RATE 


Examiner H. L. Main has proposed the dismissal of No. 
20725, Albemarle Paper Manufacturing Co. vs. Baltimore & Ohio 
et al. on a finding that the rate on sulphate of alumina carloads, 
from Bridesburg and Frankford, Pa., to Richmond, Va., is not 
unreasonable. 


ROOT VEGETABLE WEIGHTS 


In a proposed report in No. 20792, E. A. Boyce Co., Inc., 
et al. vs. St. Louis, Brownsville & Mexico et al., Director 
W. P. Bartel, of the Commission’s bureau of service, has recom- 
mended that the Commission find that in the seasons of 1925-26 
and 1926-27, the weights applicable on shipments of carrots 
and beets and other root vegetables, carloads, which were for- 
warded from points in the lower Rio Grande valley, in Texas, by 
complainants over the lines of the defendants, were the actual 
weights certified by shippers in bills of lading or estimated 
weights certified by shippers, as provided for in item 1932 of 
the tariffs in force, and that any charges collected in weights 
in excess of those applicable should be refunded. The con- 
troversy between the shippers and carriers embodied in this 
complaint is being treated in I. and S. No. 3026. 

In view of the fact that Bartel has recommended a finding 
the effect of which is to say that some of the charges collected 
were illegal, his report says there is no necessity for findings 
on the parts of the complaint alleging violations of the first 
three sections of the interstate commerce act. 

Bartel related testimony of shippers to the effect that the 
inspectors of the Western Weighing and Inspection Bureau 
played favorites by reason of an item in the tariff, No. 1915, 
saying that actual weights, or weights determined by the bureau, 
would govern. Bartel said that that item was obviously inap- 
plicable for the reason that the weights determined by the bureau 
were not specified in the tariffs as required by item No. 1932. 
The nature of that item is indicated by the finding recommended 
by Bartel as set forth in the first paragraph herein. 

The testimony, as recited by Bartel, showed that excess 
charges running as high as $115 per carload resulted from 
changes in the bills of lading made by the bureau inspectors, 
after the shippers had made certificates of weight as required 
by item No. 1932. Bartel said the complainants testified that by 
reason of the excess charges buyers ceased buying from the 
complainants and bought from competitors favored by the bureau 
inspectors by being allowed to bill their shipments at weights 
shown L. circulars in the hands of railroad agents but not filed 
as tariffs. 


RATES ON CRUSHED STONE 


Examiner S. A. Aplin in No. 20364, Olive Hill Limestone 
Co., Inc., vs. Chesapeake & Ohio et al., and two sub numbers, 
Same vs. Same, and Same vs. Baltimore & Ohio et al., has 
recommended an award of reparation on findings that rates 
charged on crushed stone from Atlas, Ky., to points in West 
Virginia were inapplicable as to some of the destinations and 
applicable as to others, and that applicable rates were unrea- 
sonable. He said the Commission should find that the applicable 
rates were $2.81 to Rainelle and Rupert; $1.93 to Dana and 
Cedar Grove; $2.03 to Falls View; 32 cents per 100 pounds prior 
to July 25, 1927, and $1.80 per ton of 2,000 pounds on and sub- 
sequent to that date to Clendennin, and 38 cents per 100 pounds 
to Clay Court House; that shipments to Rainelle and Rupert 
were overcharged; and that the applicable rates were unrea- 
sonable to the extent they exceeded $1.75 to Rainelle and Rupert; 
$1.70 to Dana; $1.80 to Cedar Grove; $1.90 to Falls View; $1.80 
to Clendennin, and $1.95 to Clay Court House. 


GERMAN ANTHRACITE COAL 


Attorney-Examiner George M. Curtis, in No. 20456, Chris- 
tian Feigenspan vs. Central of New Jersey, and a sub number, 
Same vs. Same, has recommended that the Commission find 
that certain shipments of German anthracite coal and ovoids 
from Jersey City, N. J., to Newark and Port Newark, N. J., 
were import traffic subject to the jurisdiction of the Commis- 
sion and that the rate on 1,438 carloads of anthracite coal and 
ovoids, from Jersey City to Newark and Port Newark, was un- 
reasonable to the extent it exceeded a rate of $1 per ton of 
2,240 pounds, and award reparation. He said the Commission 
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should further find that the rate assailed would not be unrea- 
sonable for the future. A local distance commodity rate of 
$1.39 per ton of 2,240 pounds was assailed as unreasonable. 

Defendant contended that the 1,438 carloads of coal were 
intrastate commerce, and denied that the Commission had 
jurisdiction over them or the local rate charged for their trans- 
portation. The coal was shipped to Jersey City from Rotter- 
dam. <A number of cases relating to the issue involved were 
referred to in the report. The attorney-examiner said that in 
the instant case, complainant, a retail coal dealer at Newark, 
imported cargoes of coal from Rotterdam through a broker 
with an intention to have it transported in continuous move- 
ment to Newark; that as an incident to such through transpor- 
tation the coal was unloaded in carload units for the inland 
movement; that none of it was stored at Jersey City; and that 
diversions of some of the shipments to points within New Jer- 
sey other than Newark did not affect the continuity of the 
traffic to Newark. 


TIN CAN RATES 

Examiner Philip S. Peyser has recommended the dismissal 
of No. 20504, Minnesota Valley Canning Co. vs. C. & N. W. et al. 
and four sub-numbers thereunder, Blue Earth Canning Co. vs. 
Same; Fairmont Canning Co. vs. Same; Lake Mills Canning Co. 
vs. Minneapolis & St. Louis et al.; and Bricelyn Canning Co. vs. 
Cc. & N. W., on a finding that the rates on tin cans, carloads, 
from Chicago, Ill., to specified destinations in Minnesota were 
unduly prejudicial but not otherwise unlawful, and that repara- 
tion should be denied. He said the rates should be found unduly 
prejudicial of competitors of the complainants at the Twin 
Cities, and named points in Wisconsin. After the complaints 
were filed the carriers reduced the rates to 36 cents. Com- 
plainants sought reparation to the basis of a rate of 30.5 cents 
applicable at Wisconsin points. 


WOOLEN CLOTH REPARATION 


A finding of unreasonableness and undue prejudice and an 
award of reparation have been recommended by Examiner John 
J. Crowley, in No. 20756, H. B. Glover Co. vs. Chicago, Milwau- 
kee & St. Paul et al., as to the rate on woolen cloth, in less 
than carloads, from Eureka, Calif. to Dubuque, Ia. Crowley said 
the Commission should find the rate unreasonable and unduly 
prejudicial to the extent it exceeded the contemporaneously ap- 
plicable rate of $3.75 from the California coast group origins to 
Dubuque. A rate of $4.595 was collected. The Commission was 
asked to award reparation to the basis of the present rate of 
$3.18. 


ROAD MAKING MACHINERY 


A finding of inapplicability and an award of reparation 
have been recommended by Examiner Riley A. Gwynn in No. 
20959, Sykes and Hill vs. Atlantic Coast Line, as to the rate 
charged, south of Jacksonville, Fla., on road-making machinery, 
carloads, from Galion, O., to Fort Myers, Fla. He said the Com- 
mission should find that the rate was inapplicable to the extent 
the factor south of Jacksonville exceeded the class N rate. The 
shipment was made in 1926. 





PITCH CARBON COKE RATE 


Examiner Philips S. Peyser, in No. 20916, F. J. Lewis Manu- 
facturing Co. vs. Baltimore & Ohio, has recommended that the 
Comfission find unreasonable the minimum applied on pitch 
carbon coke, from Fairmont, W. Va., to Baltimore, Md., for 
export, to the extent it exceeded, exceeds or may exceed 70,000 
pounds. The shipments were made in cars with a marked ca- 
pacity of 100,000 pounds to which was applicable a minimum of 
90 per cent of the marked capacity. The complainant showed 
that the coke could not be loaded to the minimum. The ex- 
aminer said it asked for a minimum of 50,000 pounds but he 
recommended 70,000. 





INAPPLICABLE LUMBER RATE 
Examiner H. L. Main, in No. 20922, A. P. Brewer Lumber 
Co. vs. Rock Island et al. has recommended that the Commis- 
sion find inapplicable the rate imposed on a carload of lumber 
shipped, in 1927, from Beale, La., to Omaha, Neb.; that the 
applicable rate was 44.5 cents, and award reparation. 


RATES ON POTATOES, ETC. 


Examiner George C. Clarke, in No. 20056, Lowry Fruit Co. 
et al. vs. Louisville & Nashville et al.; No. 20168, C. W. Hen- 
derson Co. et al. vs. Yazoo & Mississippi Valley et al. and a 
sub-number thereunder, Tri-State Fruit Co. et al. vs. Same, 
has recommended that the Commission find unreasonable the 
rates on potatoes and cabbage, carloads, from points in Alabama 
and Florida to Johnson City, Tenn., and Bristol, Va.-Tenn., 
prescribe new ones and award reparation. A like finding has 


been recommended as to rates on tomatoes, carloads, from points 
in Mississippi and Tennessee to Johnson City, Bristol, Knox- 
Clarke also recommended new 


ville, Tenn., and Harlan, Ky. 
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rates and reparation in respect of the tomato feature of th, 
cases. In disposing of the cases, he said: 


The Commission should find that the rates assailed were 
and for the future will be unreasonable to the extent they ex, 
exceed, or may exceed the following: 


POTATOES AND CABBAGE 


» are 
-eeded, 








—~_To—— 
Johnson : Knox- Har. 
From City Bristol Ville lan 
Pe, BI. ooo cssiccccaecesces 40 43 
CE My bine Qe sedksed se neceaeenes 53 54 
Laurendine, Ala. 53 54 
St. Elmo, Ala. cn oe 56 
CM, scapes tage seed aes eoweee's 53 54 
PUEVOO, BiB. 6 iccsccccccccssccvcvsvcecs 53 54 
ED, BUR. oi sc.gen scree sviense 53 54 
co ee Peer rere ere 53 54 
Barrineau Park, Fin. ...cccccccccece 53 53 
TOMATOES 
erence rr 71 72 64 7] 
Humboldt, Tenn. ........sseeeeeeeee 72 73 65 69 
Nichols, Tenn, ........-ssesceecceees 83 84 75 80 
Gibson, TOM. ...cccccccccccssseseses 72 73 65 69 
BONS, TEmn. .ccccccccscccccccsegecccs 73 75 65 7 
Crystal Springs, Miss. ...........+e+. 80 81 73 81 
Hazelhurst, Miss. ......+ssseeeseeees 81 83 73 81 
Terry, MISS. ...v.ccccccsccccccsecccce 80 81 73 81 
Payette, Miss. ...ccccccccceccsccocces 83 86 76 84 
Florence, Miss. ......-ccccceccceseces 79 81 72 80 
Cannonsburg, Miss. 84 86 77 86 
Carpenter, Miss. .....cccccccccccccces 81 83 73 81 
Utica, Miss. .....cececercccccccccvece 80 83 i3 81 





FAR SOUTHWESTERN COAL RATES 


Examiner J. Edgar Smith, in No. 20262, Higgenbotham-Bart- 
lett Co., Inc., et al. vs. Santa Fe et al., No. 20307, Amarillo Board 
of City Development et al. vs. Santa Fe et al. and No. 20425, 
Cicero Smith Lumber Co. vs. Same, has recommended a finding 
that the rates on coal from mines in Colorado and New Mexico, 
to destinations in Texas, New Mexico, and Oklahoma, in the 
panhandle or South Plains territory, are unreasonable to the 
extent set forth in a table of specific rates from Walsenburg, 
Colo., as typical of all the origin points to the destinations men- 
tioned. He said the Commission should award reparation. 

The mines are divided into four groups, sometimes known 
by their numbers and other times by the names of the promi- 
nent points in them, as Trinidad, Raton-Dawson, Walsens and 
Canon City. The rates from the groups, Smith said, were 
related, but that the relationships were not in question. There- 
fore he was able to use Walsenburg in the Walsens district to 
typify all the points of origin. 

Destinations, the examiner said, were all either in or very 
near the panhandle or South Plains territory of Texas, a tree- 
less country, in which, he said, a great natural gas and oil 
development was taking place. Among the representatons made 
by the carriers in defense of their rates was that as the gas 
and oil development extended the shipments of coal would 
decrease. Smith expressed doubt as to whether natural gas 
would ever entirely displace coal as a domestic fuel in the 
panhandle. 

Much learning and a great deal of energy, Smith said, had 
been displayed by the parties to the cases, not all of which 
was directly illuminating or specifically helpful. He said the 
complainants had made no more helpful suggestion concerning 
rate levels than that they desired a mileage scale, a thing, he 
said, the Commission had declined to use in making rates from 
the mines embraced in this case, to Kansas. The learning and 
industry exerted by the complainants in seeking the lowest pos- 
sible basis of rates, the examiner said, was amply matched by 
the defendants in their attempts to justify the existing rates, 
indicating that the record was cumbered with testimony as to 
operating conditions and facts in the Walsenburg district already 
before the Commission in another case and not in question, par- 
ticularly, in this one. 

Smith said the rates recommended by him were not based 
upon mileage, but were made with mileage always in view. 
What was attempted, he said, was an approximate grouping of 
destinations, bearing in mind the character of the country in 
which they were located and the amount and kind of service 
rendered by the carriers. It was doubtful, he said, if the scheme 
of rates recommended would be acceptable to any of the parties. 

Summing up his argument, he said the complainants were 
entitled to relief, but not to the extent suggested, but that the 
carriers were entitled to higher rates than to Kansas destina- 
tions. He said the complainants were entitled to reparation. 

“Nevertheless it is worthy of note,” Smith added, “though 
not of legal import, that most of these complainants made their 
profits, large or small, out of the handling of the shipments; 
that they handled this coal, in most instances, as a side line 
along with other commodities; and that the ultimate consumer 
will not be benefited by reparation.” 

Smith said that, taking into consideration the whole record 
and all matters presented, it was recommended that the Com- 
mission find: 

That from Walsenburg, Colo., as representative of all mines and 
groups of mines here brought in issue, the rates in issue have been, 
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the statutory period, are now, and for the future will be, 
onable to the destinations named or designated below, in 
d to the extent that they exceeded, exceed, or may exceed, rates 
eo p coal, in carloads, in amounts per net ton set opposite said 


on lum Cais 4 
ions. Rates on other sizes and descriptions than lump, rates 

saat ea, and slack, to bear the usual differentials. 

= Destination _ Rate 
penver City Railway: 

Mexline, TeX. ----.---- sce cecccoesccccccesccecsoorssccces seeeeceee $3.50 
Dalhart, Tex., and points between Dalhart and Texline...... 3.70 
Tascosa, TeX., and points between Tascosa and Dalhart ........ 3.95 
Amarillo, Tex., and _ points between Amarillo and Tascosa.... 4.20 
Clarendon, Tex., and points between Clarendon and Amarillo.. 4.40 
Memphis, Tex., and points between Memphis and Clarendon... 4.60 
Childress, Tex., and points between Childress and Memphis... 4.80 
Quanah, TeX. --ereeeeceecersescereeseereetecercecesenserceasers 4.80 
pock Island Lines: ; 

All points west of Dalhart, Tex., to Middlewater, Tex.......... 3.90 
All points west of Middlewater, Tex., to N. M. State Line...... 4.10 


\]] points east of Dalhart, Tex., to and including Conlen, Tex... 3.90 
‘All points east of Conlen, Tex., to and including Texhoma, Okla. 4.20 
All points east of Texhoma, Okla., to and including Tyrone, - 
QA. cc ccccccccccccsecs PePeRe eee eee eee eee eee ee eee ee eee 4.40 
All points west of Amarillo, Tex., to and including Wildorado, 


ee AEST OTE SCE EE ELL LOSE EE TILER AR 4.40 
All points west of Wildorado, Tex., to and including Adrian, 


Serr rt er ere ere eee 4.60 
All points west of Adrian, Tex., to and including Glenrio, Tex. 4.80 
All points east of Amarillo, Tex., to and including Groom, Tex. 4.40 
All points east of Groom, Tex., to and including McLean, Tex. 4.60 
All points east of McLean, Tex., to and including Texola, Tex. 4.80 

Santa Fe Lines: : ’ 
All points west of Amarillo, Tex., to and including Dawn, Tex. 4.40 
All points west of Dawn, Tex., to and including Black, Tex. .... 4.60 
All points west of Black, Tex., to and including Farwell-Texico, ~— 

ME, ich WSCE ee OCeCUMSCCE YS NREE CASS TORRE OTS OSS De HOEEA SE OSE DERE 4.8 
All points west of Farwell-Texico, Tex., to and including 

Glovis, Maize and Grier, Ni. W. ... cccccccccccsscccocccocccescse 4.80 
All points south of Clovis, N. M., to and including Cameo and 

Portales, N. M. 

All ponts east of Amarillo, Tex., to and including Cuyler, Tex.. 4.40 
All points east of Cuyler, Tex., to and including Hoover, Tex. 4.60 
All points east of Hoover, Tex., to and including Canadian, Tex. 4.80 
All points east of Canadian, Tex., to and including Texas State ; 

DE ccisvcan din seWees kad ses esen ke hieCsnthe ci tenieeewetueaans 5.60 
All points east of Texas State Line to and including Shattuck, 

"SRR EES een Se nes ea er ee Ry eee 5.10 
All points west of Shattuck, Okla., to and including Darrouzett, c 

ree rr re ree Serre ee rT ee Ferree et eee 5. 
All points west of Darrouzett, Tex., to and including Spearman, 

3S eer er ee ek eee ee 
All points south of Canyon, Tex., to and including Happy, Tex. 4.60 
All points south of Happy, Tex., to and including Plainview, 


rer eR EON ERAT ERT ee tere a ae yeh eng een ee ee 4,80 
East of Plainview, Tex., to and including Floydada, Tex, ...... 4.95 
South of Plainview, Tex., and south and east of Texico, Tex... ... 
All points to and including Lubbock, Tex..............cccceeee 5.00 
Seth BE BAGE OL TACO, "TOR, obec 050060900460 srer00000 ee 
All points to and including Tahoka, Tex., and Post, Tex...... 5.25 
All points south of Tahoka, Tex., to and including Lamesa, Tex. 5.45 
All points south of Post, Tex., to and including Snyder, Tex.... 5.45 
All points south of Snyder, Tex., to and including Sweetwater, _ o 

BS how g ebde Aaa Rd NOSE OES SA ES ECO ERED Cees bdaeee ee 5.60 
All ponts east of Lubbock, Tex., to and including Crosbyton, _ . 

PS ee re Pre ies rare ene nes ee eer arene 5.25 
All points west of Lubbock, Tex., to and including Levelland, 

Sg SU Tg es os oo 0.6.6 :6:6:566:0. 0.06.00. 0 0545900052000 5 n 000 5.25 
All points west of Levelland and Meadow, to and including Bled- 

em, “SO, CU CT, “HH. oiiccies 55s cc sicwenesesscesccees: WO 





The Commission, in No. 17000, part 5, Hoch-Smith furniture, 
has announced the cancellation of the further hearings in this 
case and the cases joined with it now set for October 30, at 
Atlanta, Ga., and November 19, at New York, N. Y., before Com- 
missioner Lewis and Attorney-Examiner Barclay. Instead of the 
hearings that have been canceled further hearings are to be 
had December 4, 1928, 10 o’clock a. m., standard time, at the 
Atlanta-Biltmore Hotel, Atlanta, Ga., and December 17, 1928, 
10 o’clock a. m., standard time, at the Pennsylvania Hotel, New 
ha N. Y., before Commissioner Lewis and Attorney-Examiner 

arclay. 

The assignments for further hearing at Seattle, Wash., San 
Francisco and Los Angeles, Calif., and Kansas City, Mo., are 
to stand as at present. 

The announcement of the cancellation and reassignment 
carries a list of the cases joined with part 5. Among the joined 
cases is No. 20726, Jackson Traffic Bureau vs. Alabama Great 
Southern et al. For hearing in connection with the Jackson 
Traffic Bureau case, the Commission has assigned parts of fourth 
section applications, listed below, in which the carriers ask, 
among other things, for authority to continue to charge for the 
transportation of furniture, including school desks, and chairs 
and theater chairs, in carloads, from Grand Rapids, Mich., 
to Mobile, Ala., New Orleans, La., and Gulfport, Natchez, 
Vicksburg, and Greenville, Miss., rates which are lower than the 
rates contemporaneously maintained on like traffic to Jackson, 
Miss., and other intermediate points: 


Applica- 

tion No. Filed by 

2057, 2060—J. F. Tucker, agent. 

042 —The Alabama Great Southern R. R. Co. 


1563, 1572—The Baltimore & Ohio R. R. Co. 

3965 —The Cincinnati, New Orleans & Texas Pacific Railway Co. 
4948 = =—Gulf, Mobile & Northern R. R. Co. 

4460, 3799—Grand Trunk Railway System. 

oi84 —Gulf & Ship Island Railroad Co. 

2045 —Illinois Central Railroad Co. 

1952 —Louisville & Nashville Railroad Co. 


- 2138 —Mobile & Ohio Railroad Company. 
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601 —New Orleans & Northeastern R. R. Co. 
1548 —Southern Railway Company. 
2043 —The Yazoo & Mississippi Valley R. R. Co. 


The announcement also says that other applications cover- 
ing fourth section departures involved in the adjustment of 
rates covered by No. 20726 will also be considered by the Com- 
mission. Therefore, carriers will be expected to present testi- 
mony in support of any departure which they may desire to 
continue and to furnish reference by number to the applications 
filed with the Commission which protect the said departures. 


HOCH-SMITH LIVESTOCK 


In a brief on behalf of the Chicago Live Stock Exchange 
and the live stock farmer, feeder and producer patronizing the 
Chicago market, filed with the Commission in No. 17000, rate 
structure investigation, part 9, western live stock rates, it is 
contended that the conditions of the live stock shipper and 
feeder are such that he is still entitled to the special considera- 
tion conferred upon him by the Hoch-Smith resolution. Other 
conclusions submitted in the brief follow: 


The economical manner in which live stock is handled from pro- 
ducing and feeding stations to Chicago entitles the Chicago movement 
to a lower basis of rates than any other market. 

The producer and feeder of livestock is entitled to the lowest 
possible lawful rates to Chicago, the price establishing market of 
the country. This particularly in view of the Hoch-Smith admoni- 
tion to “effect with the least practical delay such lawful changes. 
‘ - as will permit the freedom of movement by common carriers, 
etc. . . . including livestock.”’ 

Certainly there should be not increase in the differential Chi- 
cago over Missouri River and St. Paul. 

The collection of a $2.70 terminal charge at Chicago in addition 
to the freight rate should be discontinued. 

The carriers are entitled to a charge of at least 8% cents per 
cwt. for the expense incurred by them in connection with the double 
decking, sorting and concentration of hogs in transit, and further 
that the assessment of at least 8% cents per cwt. would not be un- 
reasonable in view of the great value of the service to the shipper. 

The present 75 per cent basis should be continued on stocker 
and feeder cattle, hogs and sheep. 

There should be a “two for one’”’ rule established at country 
shipping stations in western territory. 

The carriers should furnish gate partitions for mixed cars at a 
reasonable charge. 

There should be single and double deck calf rates established to 
Chicago. 


In a brief dealing only with existing practices of concentra- 
tion of hogs, Armour and Co., Cudahy Packing Co., Cudahy 
Brothers Co., Swift and Co., North Packing & Provision Co., 
J. P. Squire & Co., White, Pevey & Dexter Co., Springfield Pro- 
vision Co., and Sperry & Barnes, say they have shown that there 
is no discrimination or undue preference in the practice of 
concentrating hogs under existing rules published by the car- 
riers; that they have shown that the practice is reasonable; 
that they have shown there should be no new and additional 
charge, and that the contentions of the public markets, in these 
respects, therefore should be disregarded. 

Interior Iowa packers say in their brief that the carriers 
are proposing an upward revision in rates on a commodity which 
the Congress has specifically said should be accorded the “lowest 
possible lawful” level; that it is neither wise nor just to make 
too abrupt a break with the past and thus disrupt conditions 
to which the farmer, business and commerce have become ac- 
customed, and that if there is any place in the United States 
where a low level of live stock rates is justified, it is in the 
state of Iowa. They continue in their conclusions as follows: 

The Commission should find that the carriers’ rate of return does 
not warrant increase in livestock rates; that the number of move- 
ments and additional traffic in products justify a relatively low level 
of livestock rates; that there should not be a uniform level of live- 
stock rates in valley territory and in Missouri River-Chicago terri- 
tory; that Scale I territory should not extend west of the Missouri 
River-Twin Cities line; that Kansas-Missouri territory and south- 
eastern Nebraska should not be grouped with territory east of the 
Missouri River; that conditions east of the Missouri River-Twin Cities 
line warrant a lower basis of rates than west thereof; that the density 
of livestock east of the Missouri River warrants a low basis of rates; 
that conditions applicable to the livestock industry justify a low 
level of rates east of the Missouri River; that the Missouri River- 
Chicago rate should be the same, distance considered, as the scale 
applicable between intermediate points; that conditions peculiar to 
Iowa justify a low level of rates; that competition of auto truck 
calls for relatively low short-haul rates; that the special services 
and expenses applicable to long-haul traffic should be reflected in the 
rates thereon; that the rate of progression should be constant; that 
single-deck rates on hogs east of the Missouri River should be no 
higher than those appropriate on double-deck; that there is no war- 
rant for a change in the minimum weight on hogs; and that the 
present rule as to mixed carloads should not be changed. 

The Idaho commission says that minimum weights have 
been advocated, but that it favors none greater than actual 
loading weights; that it is asking for the reduction upon the 
minimum on sheep eastbound from 23,000 to 20,000 pounds; that 
the Idaho stockmen are interested in obtaining reasonable rates 
by way of all outlets to the California markets; that the stock- 
men of southwestern Idaho who use the Portland market want 
the California buyers to have a chance at their live stock on 
the Portland market and that those of southern Idaho want 
rates to Puget Sound to be as nearly as possible on the level 
of the live stock rates to Portland. 

The Wichita (Kan.) Live Stock Exchange Association says 
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it is not specifically urging a return to pre-war rates, but seeks 
substantially a restoration of the pre-war rate relationship be- 
tween markets that draw their live stock mainly from near-by 
producing points and markets that receive their supplies largely 
from distant points. The Sioux City (Ia.) Live Stock Exchange 
requests findings as follows: 


The rates on livestock proposed by the carriers for application 
within western trunk line territory have not been justified. 

Rates on stocker and feeder livestock should be established 
throughout the western district based on 75 per cent of the rates 
provided on livestock for immediate slaughter. 

Provisions for concentration and sale in transit arrangements 
should be established at the markets, no less favorable than those 
maintained at non-market points. 

The rates from Sioux City to Chicago should be the same as those 
from South Omaha. 

The rates from Sioux Falls to Chicago should be not less than 
104 per cent of the Sioux City rates. 

The present rates to Sioux City and other Missouri River mar- 
7m, See unduly prejudicial in relation to the rates to Chicago and 
Ss uis. 

Rates from Sioux City to Nebraska should be no higher, dis- 
tance considered, than those from Omaha, and rates from Minnesota 
to Sioux City should be no higher, distance considered, than those to 
South St, Paul. 


The Kansas City Live Stock Exchange and the St. Joseph 
Live Stock Exchange, in a brief on difference in rules intrastate 
in Nebraska vs. interstate, Nebraska to Kansas City-St. Joseph, 
ask findings of undue prejudice against the St. Joseph-Kansas 
City markets and undue preference of intrastate markets in 
Nebraska, an account of the application of a mixed carload 
rule, on live stock mixed as to species, applying on intrastate 
traffic in Nebraska, different than that applicable on interstate 
traffic from Nebraska to the St. Joseph-Kansas City markets, 
and on account of the application of rule providing for disin- 
fecting pens, chutes and alleys through which infected cattle 
have passed, applying on intrastate traffic, different than that 
applicable on interstate traffic from Nebraska to the St. Joseph- 
Kansas City markets. Application of the Nebraska intrastate 
rules and charges to the interstate traffic in issue is asked. 

“The holders of $635,000,000 of bonds and of a substantial 
amount of stock of western trunk line railroads are again before 
the Commission,” says the brief filed on behalf of “security hold- 
ers’ committees for a fair return.” 

“We are induced to this extraordinary procedure by the 
conviction that if the present trend of earnings in relation to 
interest charges is not corrected by proper rate revision, addi- 
tional bankruptcies in Western Trunk Line territory are in- 
evitable,” -it is asserted. 

The security holders say they intervened in Ex Parte 87, 
Revenues in Western District, 113 I. C. C. 3, decided July 14, 
1926, and there demonstrated the existence of a “low spot” in 
rates in Western Trunk Line territory, the loss of carrier credit 
and vast destruction of carrier security values in that section, 
. and asked for a 15 per cent general advance in freight rates 
limited to that territory. They say the Commission substan- 
tially agreed with many of their contentions and did not deny 
the essential facts, but refused relief on the ground that the 
record did not warrant a general percentage advance and that 
the evidence necessary to a general rate revision was not before 
the Commission. 

“The Commission said most emphatically, however,’ the 
brief continues, “that the western trunk line rate structure was 
in urgent need of increase and revision and left no room for 
doubt that the carriers were expected to undertake the neces- 
sary Steps to that end immediately and vigorously.” 

The relief sought by the carriers should be granted in full, 
say the security holders. 

“The two years’ experience since July, 1926, has served to 
confirm and prove to the most optimistic that the serious finan- 
cial position of these carriers is a persistent and continuing 
condition,” they assert. 


_ Carriers operating in the northwestern states of Washington, 
Oregon, Idaho, Montana, North Dakota and Minnesota, referred 
to as the northern lines, which include the Great Northern; 
Northern Pacific; Chicago, Milwaukee, St. Paul & Pacific; Min- 
neapolis, St. Paul & Sault Ste. Marie, and lines of the Union 
Pacific north and west of Cheyenne, Wyo., submit argument in 
support of the following propositions: 


The present rates on livestock from points in the territory served 
by the northern lines are subnormal and depressed. 

The northern lines have received smaller increases and have 
suffered more severe reductions in their livestock rates since June 
24, 1918, than the principal livestock carriers in the western district. 

The present rates are subnormal in comparison with rates on 
other commodities in the same terrirtory. 

The present rates are actually lower than the rates proposed for 
application from points in western trunk line scale I territory. 

The present rates are low as compared with the present first 
class rates. 

There is no justification for the continuance of the present de- 
pressed basis of rates on livestock from points on the northern lines. 

There is no existing depression in the livestock industry. 

Livestock rates on northern lines should be maintained on sub- 
stantially higher levels than may be found reasonable for application 
within the territory south and east of the Twin Cities. 


“Neither the Great Northern, Northern Pacific, Milwaukee 
nor the Soo Line has in any year since federal control earned 
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the fair return on the value of its properties contemplateg by 
the transportation act,” say the northern lines. “The condition 
of the northern lines, considered as a whole, has been relatively 
worse than that of other carriers in the western district. The 
following table, prepared from exhibit 744, page 1, compares 
the combined net return on investment of the Great Northern 
Northern Pacific, Milwaukee and the Soo Line with the combined 
return of all Class I carriers in the western district for the 
years 1921 to 1926, inclusive: 


1921 1922 1923 1924 1925 1996 
Western district .......... 3.07 3.45 3.96 3.86 4.13 4.45 
POOTEROEN TG 6 cccscccasce 1.43 2.86 3.50 3.36 3.64 3.80 


“The period of depression in the live stock industry is over 
and it is time that the live stock traffic on the northern lines 
pay more nearly normal rates in comparison with the rates 
on other commodities which receive substantially less service,” 
say the northern lines in conclusion. 

The Denver & Rio Grande Western and the Rio Grande 
Southern say evidence conclusively proves that the live stock 
rates on their lines, as well as those of the Denver & Salt Lake, 
are on an exceedingly low levl, and that the three lines are 
entitled to different treatment than other lines in connection 
with their live stock traffic. 

The National Wool Growers’ Association submits that the 
evidence shows: 


That the sheep industry remains in a depressed condition. 

That the minimum weight on sheep loaded in standard cars should 
not exceed 20,000 pounds. 

That rates on edible livestock should generally be published in 
cents per 100 pounds rather than in amounts per car. 

That carriers should establish through routes and joint rates via 
all reasonably available direct lines. 

That operating conditions do not justify the maintenance of sub- 
stantially different rate levels in the northwestern, central western, 
and southwestern regions of the western district nor higher rate 
levels in the Mountain-Pacific territory than in the prairie states 
east thereof in the western district. 

That the diversity of traffic and density of livestock do not justify 
the maintenance of a higher level of rates in the Mountain-Pacific 
territory than in the territory east thereof. 

That rates on livestock are relatively higher in relation to rates 
oo fruits and vegetables, fresh meats, and less-than-carload 
freight. 

That there is no justification for a higher level of livestock rates 
in the eastern district. 

That the carriers’ proposed rates are exorbitant. 


The St. Paul Live Stock Exchange and the St. Paul Union 
Stock Yards Co. say their position is that while some read- 
justments may be necessary in live stock rates in the western 
district, ‘“‘we are opposed to, and do not believe warranted or 
justifiable, under present conditions, the general and substantial 
increases that have been proposed by the railroads.’ They 
also oppose a readjustment of the rates on live stock on a 
mileage scale basis for application throughout the extensive 
territory as proposed by the railroads for the reason that rates 
so made entirely ignore competitive conditions and other factors 
that warrant variations in rates for given distances within the 
same or contiguous territories. They urgently request that if 
the Commission decides to revise the rates to conform to a 
mileage basis that such scale or scales be prescribed. only as 
maximum rates and that the carriers be given wide latitude to 
deviate therefrom so as to adequately and properly serve the 
needs of this important live stock commerce. 

The producer of livestock in the central northwestern states 
is in no position to assume any additional burden, say the St. 
Paul livestock organizations, and add: 


We frankly admit that there has been some improvement in 
the agricultural situation since the enactment of the Hoch-Smith 
resolution, but the recovery has not been sufficient to create a con- 
dition of prosperity among the producers of agricultural products 
and livestock in this section of the country. Therefore, as we in- 
terpret it, the mandate of Congress does not admit of an increase in 
the rates on livestock unless the carriers shall have proved that the 
transportation of livestock at present rates nets them less than the 
cost of performing the service, or that under the present level of 
livestock rates they are and will be unable to maintain adequate 
transportation service. We respectfully submit that the record wholly 
fails to sustain either proposition. 


The Board of Railroad Commissioners of Montana, with 
certain exceptions, urges a general reduction of livestock rates 
from Montana and the continuance of present market relation- 
ships and the present method of expressing eastbound rates in 
cents per 100 pounds and westbound rates in dollars and cents 
per car. It says that interstate rates as a whole on livestock, 
carloads, from Montana points, are unreasonable and unlawful. 

The Minnesota Railroad and Warehouse Commission says 
the conditions “in this territory do not justify the Interstate Com- 
merce Commission granting to the carriers an increase in the 
rates on livestock.” 

“Based on comparative costs of operation, the carriers in this 
northwest territory are receiving a higher rate of return than 
in the district which they claim affords them the most favorable 
operating conditions, and in which they propose the least in- 
crease and the lowest scale of rates,” it says. 

The Minnesota commission feels that the Commission, to 
comply fully with the mandate of Congress, must conclusively 
find to exist in western trunk line territory a variation in oper- 
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conditions and in service costs that warrants a division 
f that territory. It contends that both the carriers’ proposed 
territorial division and comparative rate scales are unjustified 
and improper. The record warrants the inclusion of Minnesota, 
North Dakota and Montana in the territory of lowest rates 
should a territorial division of western trunk line territory be 
made, it says. 2 " 

The Department of Public Works of Washington says it 
appears unnecessary to burden the brief with quotations from 
the record to prove that the livestock industry is still suffering 
from the effects of the depression that so seriously affected the 
growers, beginning with 1920. In the state of Washington, there 
has been a partial recovery, particularly in so far as the sheep 
industry is concerned, says the brief. It is urged, in effect, that 
nothing be done by the Commission or the carriers to retard 
the improvement of conditions. 

The state of Nebraska thinks it has been proved in the 
record that the livestock industry is still in a depressed condi- 
tion and that the Commission should so find; that while the in- 
dustry has shown some improvement, it will take a long period 
of time at the present rate of improvement before the industry 
will be on a stable foundation. It says the Commission should 
find that the carriers in the western district have not made the 
proper efforts to put the passenger business on a paying basis; 
that the rates on carload shipments of livestock should not be 
increased in order to pay the deficit occasioned by the handling 
of passenger business. 

The Board of Railroad Commissioners of Iowa, Iowa Co- 
operative Livestock Shippers and the Corn Belt Meat Producers’ 
Association say that the rate scale proposed by the carriers is 
excessive, unreasonable, “and even unconscionable.” 

“We believe that there is in the record a sufficient showing 
as that the Commission cannot find that the present rates should 
be increased, but on the contrary, upon the entire record and in 
comparisons with other rates, and in view of the mandate of the 
Hoch-Smith resolution, there should be a reduction of the rates 
rather than any increases,” asserts the Iowans. 

The Arizona Cattle Growers’ Association, the Arizona Wool 
Growers’ Association and the Arizona Packing Co. say there has 
been and is a depression in the Arizona livestock industry and 
that no extended argument is required to demonstrate the fal- 
lacy of the carriers’ contention that high rates mean increased 
revenue; that in 1920 and 1921, when the rates were at the peak, 
the revenues of the carriers were the lowest in their history. 

The California Cattlemen’s Association, the California Wool 
Growers’ Association, and the Western Cattle Marketing As- 
sociation in their brief deal with the “existing depression” and 
endorse the proposed scale of livestock rates in Exhibit 99, sub- 
mitted by witness Tomlinson on behalf of the American National 
Livestock Association. 

Sioux Falls, S. D., in its brief, says its rate relationship and 
market condition has already been set In No. 15000, and that 
no circumstance or evidence has been presented that would 
justify a change of that order. It says the grouping of markets 
is clearly in the public interest and asks that Sioux Falls be in- 
cluded within the same group as Sioux City, Ia. 

Wilson & Co., Inc., in a brief on concentration arrangements 
and cost studies, argues in support of concentration arrange- 
ments, and contends that Exhibit 310 indicates that livestock in 
the western districts is more than paying its fair share of the 
transportation tax. 

Armour & Co. filed a brief in support of restoration of the 
ratio of long and short haul rates to various markets and pack- 
ing centers in the western district. 

The Kansas City Live Stock Exchange, the St. Joseph Live 
Stock Exchange and the Omaha Live Stock Exchange say that 
the level of freight rates on agricultural products is important— 
such commodities being basic—but that the question of rate 
relationships between the markets and the matter of a rate 
adjustment which will allow the freest possible movement of 
livestock to the various competing markets is just as important 
as the level of rates themselves. They take the position that 
rates should be so adjusted as to allow the freest possible move- 
ment to markets which are logically situated to draw livestock 
from the territory in question. 

“It is the position of the parties to this brief that there is 
nothing so extremely wrong with the present rate adjustment 
on livestock as to justify the abandonment or the scrapping of 
the entire rate fabric,” says the brief. “There are situations 
which are incorrect and should be rectified; but instead of 
wrecking the whole structure and starting all over again, these 
particular situations which cause trouble should be corrected 
and the present structure repaired, so to speak.” 


_ It is urged that nothing be done to weaken the Missouri 
River markets. 

“There should be a universal basis established to apply to 
all movements of stockers and feeders and market and concen- 
trating privileges should be liberalized and applied uniformly 
to all markets,” it is stated. “If the livestock rates of the west 
are to be revised upon a mileage basis, the evidence proves 
that such mileage scale or scales should be built on a constant 
rate of progression.” 
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The Railroad Commission of Wisconsin says that, at the 
present time, there exists in Wisconsin economic depression in 
agriculture, particularly in that branch devoted to the produc- 
tion and marketing of livestock, and that in view of such de- 
pression and particularly in view of the law as laid down by the 
Hoch-Smith resolution, the transportation burden of the Wis- 
consin farmer incurred in the moving of his livestock to market 
should not be permitted to be increased, either by an increase 
in rates or by changes in rules or regulations affecting rates. 
Among other things, the commission requests that the Commis- 
sion “prescribe rates or a scale of rates applicable on livestock 
to and from Wisconsin which will not exceed in their level, 
generally speaking, the rates existing at the present time ap- 
plicable to such traffic or applicable within western trunk line 
territory generally, and which will not exceed in their level the 
rates concurrently prescribed for application in territories sur- 
rounding Wisconsin.” 

The Wyoming commission, the Wool Growers’ Association, 
Wyoming Stock Growers’ Association, and shippers and re- 
ceivers of edible livestock in Wyoming, among other things, 
say in their brief that the Commission is justified in finding 
that there still is a depression in the livestock industry; that 
present rates from Wyoming to Missouri River markets and 
Chicago are, with minor exceptions, excessive rates and unduly 
prejudicial in relation to rates applicable in adjacent territory; 
that present rates from Wyoming to markets in Denver, Ogden, 
Salt Lake City, Los Angeles, San Francisco and north Pacific 
coast points are unreasonably high, and that the rates proposed 
by the carriers would be in violation of Sections 1 and 3 and 
also of the Hoch-Smith resolution. 

Union Pacific system lines say the primary purpose of their 
brief is to establish the lawfulness of the rates which those lines 
propose for application to livestock in Mountain Pacific terri- 
tory. The brief deals at length with the application of the 
Hoch-Smith resolution. 

“However illogical in principle and heretical in practice a law 
may be which requires the rate base to fluctuate with the con- 
dition of an industry, the Hoch-Smith resolution has been so 
interpreted to the great detriment of the carriers, and if there 
is to be consistency in its administration, the carriers should 
not be denied the right to increase a rate previously reduced to 
meet a condition no longer prevailing,” it is stated. “In view of 
the greatly changed conditions in livestock industry, which is 
admitted on all sides, how can it be denied, with regard to the 
letter and spirit of the very resolution upon which htis investi- 
gation is predicated, that the carriers are entitled to increase 
rates which were in conformity with the terms of that resolu- 
tion at a time conditions were infinitely less favorable?” 

Southwestern livestock interests ask the Commission to 
find that the “effects of the depression are still present.” They 
say that rates on beef cattle in the southwest are excessive, 
unjust, inequitable and discriminatory to the extent that they 
exceed the I. and S. 958 scale extended at the same rate of 
progression; that rates on other classes of livestock are unrea- 
sonable; that minimum weights are unreasonable, and submit 
proposed findings as to these aspects of the case as well as 
the relation of rates in the southwest to rates in other terri- 


tories. A page in this brief is set apart to pay tribute to S. H. 
Cowan, F. E. Andrews and H. W. Brundige who “died in 
action.” 


“It is fitting that we pause in memory of three gentlemen 
who have helped to make rate history and who participated 
in these proceedings,” it is stated. 

The state of South Dakota and producers and shippers of 
livestock therein say that the effects of the agricultural de- 
pression, including livestock, recognized by Congress, still ex- 
ists, and should be fairly considered by the Commission in 
making its adjustment of western livestock rates and that the 
rates to be established, pending a return of normal conditions, 
should be as much lower than the maximum reasonable rates 
suggested in the brief as the Commission may find justified. 
They say the Commission should find that the carriers’ pro- 
posed rates and their proposed division of territory have not 
been justified. 

Southwestern lines say in their brief that the record clearly 
demonstrates that rates on livestock in the southwest are in- 
adequate. They say the rates proposed by them are the lowest 
possible lawful rates compatible with the maintenance of ade- 
quate transportation that the Commission may establish in that 
territory. 

“Livestock prices are now as high or higher than they 
ever were,” say the carriers. “On the other hand, the freight 
rate represents a lesser burden on the traffic than it did thirty 
years ago. Thus, whereas from representative shipping points 
in Kansas and Oklahoma to Kansas City the freight rate in 
1899 averaged 3.99 per cent of the market price at that point, 
in 1924 that percentage had dropped to 2.56 and in 1927 to but 
1.79. It should be borne in mind in connection with the above 
percentages that the 1927 scale did not apply to Kansas City 
and that, therefore, the reductions required in Docket 15686 
are not reflected in the above figures.” 

The Southern Pacific Company (Pacific Lines) submits that 
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the record establishes without conflict that the rates on live- 
stock applicable on the Pacific lines of the Southern Pacific are 
not contributing their fair share toward the cost of maintaining 
the transportation machine. It says the present per car rates 
in effect in this territory have never truly reflected the average 
loading of the traffic and to make them do so will require an 
increase of at least 20 per cent. It says the Commission should 
find that there is no present depression in the livestock in- 
dustry or in any particular branch thereof. 


OIL WELL MATERIAL RATES 


A petition for reargument has been filed by the Carter Oil 
Company in No. 14922, Carter Oil Co. vs. Rock Island et al., and 
No. 15496, Same vs. Santa Fe et al. They are two of the large 
number of cases in which the Commission prescribed rates on 
iron and steel pipe and oil well supplies, for reparation purposes, 
differing from those it prescribed in the Memphis Southwestern 
Investigation for future application and also differing from those 
prescribed, for the future, in the Consolidated Southwestern 
cases. (See Traffic World, July 28, pp. 179, 184.) 

According to the declaration in the petition filed by J. R. 
Freeman, traffic manager; G. A. Smelzer, assistant traffic man- 
ager; and Luther M. Walter, attorney for the oil company, the 
Carter complaints were the first filed, but for disposition were 
joined with No. 15750, Prairie Pipe Line Co. vs. Arkansas 
Western. 

Two decisions have been made. In the first, dated October 
4, 1927, 132 I. C. C. 56, the Commission found the rates unreason- 
able, on pipe, to the extent they exceeded 32.5 cents, and on oil 
well supplies, to the extent they exceeded 45 per cent of first 
class, as set forth in Consolidated Southwestern Cases, 123 
I. C. C. 203. The reparation basis was limited in several particu- 
lars not believed to be necessary to be set forth here. Repar- 
ation was limited to shipments after November 27, 1923. 

The second decision, as to which this petition for reargu- 
ment was filed, was made on reconsideration of the matter, the 
complainant having asked for reopening because it was dissatis- 
fied with the time limit on the reparation. 

On that further hearing the Commission extended the repar- 
ation period anterior to November 27, 1923, but based its award 
upon what has been called the hybrid basis, of 35 per cent on 
pipe for single line hauls and 38 per cent on joint-line hauls; 
and 48 and 52.5 per cent on oil well supplies, single-line and 
joint-line hauls. 

The Carter Oil Co. men direct attention to the fact that the 
proposed report in these cases was served in the latter part of 
April, 1925, and argument had on May 31, 1927, almost two 
years after the date of the argument on the Consolidated South- 
western Cases, which was made June 19, 1925. As to why they 
referred to those dates, the petitioners said: 


We also call attention to the dates in support of the undeniable 
proposition that the evidence upon which the Commission prescribed 
rates for the future did not show in the slightest any conditions sub- 
sequent to the date hearings closed and that the facts upon which 
the Commission prescribed rates for the future related as intimately 
and immediately to the period just before the hearing as they did to 
the period subsequent to the hearing and/or subsequent to the date 
when the Commission’s order was finally made effective in the Con- 
solidated Southwestern Cases. It is our contention that this Commis- 
sion on the record herein cannot in the exercise of reasonable discre- 
tion, find any different rate for the future than for the past and that 
if 32.5 per cent on pipe and 45 per cent on oil well supplies, would be 
maximum reasonable rates for the future, the same rates were max- 
imum reasonable rates during the reparation period. That evidently 
was ‘the conclusion of the Commission when it announced its decision 
on October 4, 1927, in the instant case. We believe the basis on 
which reparation was awarded not only is unsound in law, but is 
unsound in equity. 

It is the duty of this Commission to enforce the law. It has no 
power under the law to grant bounties or subsidies to shippers or to 
carriers. By adopting one basis of reparation in this case upon past 
shipments, and another basis for rates for the future, both determined 
upon the same evidence, this Commission has in effect granted a 
subsidy or relief to the carriers and withdrawn or cancelled obliga- 
tions from the carriers to the shippers; shippers are denied the return 
of money unlawfully exacted, and the carriers permitted to retain 
monies unlawfully collected. 


The decision on reconsideration required reparation to be 
calculated, not on the basis of the shortest route, as in the Con- 
solidated Southwestern cases, but on the basis of the route used. 
The Carter men point out some of the peculiar effects of that 
provision. They direct attention to the fact that under the 
southwestern scale the rate from Honig, Kan., to Yale, Okla., 
will be 32 cents. But over the route of movement to be used 
for reparation purposes on the hybrid rate scale, the rate basis 
for reparation will be 52 cents. In other words, the complaining 
shipper, instead of getting reparation down to the basis of the 
rate ordered into effect July 8, will get the benefit only of a rate 
20 cents higher. They also point out that in decisions made 
since the first decision in this case reparation has been awarded 
to the basis of the Memphis-Southwestern Case, and that in 
at least one case since the decision in this case reparation has 
been awarded to the basis of the rates prescribed in the Con- 
solidated Southwestern Cases, on commodities rated the same 
as pipe and oil well supplies. They suggest that that is not 


in accordance with the rules of fairness nor in consonance with 
the principles of law. 

The petitioners suggest that the Commission was influenced 
by the large size of the reparation awards that would have to be 
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made if it used the Memphis Southwestern and Consolidateg 
Southwestern bases as bases for reparation and also by th 
unwillingness of commissioners to award reparation. They Seine 
out that in a number of its annual reports the Commission ha 
asked to be relieved from the duty of making awards of rene. 
ation but that Congress has refused to remove that duty rad 
its shoulders. In part they said: = 


The fact that the reparation sought in this case may be large j 
only an emphatic reason for requiring the Commission to give careful 
consideration to an award of reparation in consonance with the fy} 
damage suffered. In the petition of the carriers of December 4 
1927, page 8, it is said: ‘“‘The amount of reparation which wil] have 
to be paid in conformity with the decision of the Commission in the 
instant cases will run into the hundreds of thousands of dollars if 
not into the millions,” and on page 80 the carriers again refer to “th. 
extremely large amount of reparation directly or indirectly involyeg.” 

The scales of justice should not waver in one direction or another 
because the wrongs are great or small. If regulation of carriers by 
this Commission is to be successful, if the confidence of the public in 
this Commission which has been unimpaired throughout the history 
of the Commission is to continue, if the plain mandate of the statute 
is to be carried out, then this Commission should unswervingly ang 
unwaveringly award reparation for all damages which it finds, and 
should not deny relief from large damage while it is granting relief 
for damages suffered in small amounts. . . 

The Commission announced its decision in these cases on October 
4, 1927, standing in the midst of a record made in 1924. With its 
eyes closed by the law to conditions after that date because unre. 
flected in the record, it found that maximum reasonable rates on 
wrought iron or steel pipe should. not exceed 32.5 per cent and on 
oil well supplies should not exceed 45 per cent of the first class rates 
prescribed in the Consolidated Southwestern cases. It cannot be said 
that any different situation existed from April, 1924, to October 4, 
1927, thgn existed after October 4, 1927. What was unreasonable 
after October 4, 1927, was unreasonable during the period covered 
by the testimony, which was prior to April, 1924. 

Under the Commission’s decisions rates on iron and steel articles 
became effective July 14, 1928, at 3244 per cent of first class rates but 
pipe rates were suspendéd and under the reparation decision herein 
complainant will pay rates complained of and will receive reparation 
only to the basis of 35 or 38 per cent of first calss. In other words, 
will pay 2% to 5% per cent of first class rates in excess of maximum 
reasonable rates prescribed on all iron and steel articles, in- 
cluding pipe. : “ wh a2 

The record of forty years of activity by the Commission nowhere 
reflects any such principle as has been applied in this case. Not only 
is precedent violated, but the statute itself is destroyed. We respect- 
fully ask for an opportunity to argue this question orally before the 
Commission. However distasteful the awarding of reparation may be 
to members of the Commission, they must not forget that Congress 
has placed this duty upon the Commission and it should exercise that 
duty regardless of whether it approves of the law or not. 

The decision upon reconsideration by this Commission is erroneous 
in the respects set forth in the petition herein. In view of the state 
of the law as to the right of the shipper to invoke a ruling of the 
courts on a finding made and applied as in this case in its present 
status, it is doubly important that aggrieved parties have the oppor- 
tunity to present the matter to the Commission orally. It is doubtful 
that any court could entertain a petition at this time to correct the 
errors contained in the Commission’s report, 146 I. C. C, 149. The 
rights of no one will be infringed by granting reargument. Certainly 
the Commission should give further consideration to these important 
principles which, undoubtedly, will control in the future. 


RATES ON TANK MATERIAL 


The Commission’s order in the so-called Sinclair case, 140 
I. C. C. 265, in which it gave reparation to a basis of 90 cents 
on pipe shipped from Chicago to points in Wyoming, was largely 
relied on by the complainant witness at the hearing in docket 
21007, Chicago Bridge and Iron Works against the C. R. I. & 
P. and others, at Chicago, September 14, before Examiner 
Crowley. 

The rates attacked are those applicable to tank material 
from Washington Heights, Ill. (within the Chicago switching 
district) to destinations in Wyoming. Representative rates as 
charged were: To Casper, 95 cents; Yoder, 100; Kemmerer, 100, 
and South Torrington, 99. The pipe rates to those points, re 
spectively, are 8314, 8314, 95 and 83%. It was complainant's 
contention that the pipe rates were a proper measure of the 
reasonableness of the tank material rates. 

Steven A. Pyer, traffic manager of the complainant company, 
presented the testimony. He asked reasonable rates for the 
future and reparation. 

A. F. Cleveland, assistant traffic manager, C. & N. W., and 
Henry Christianson, commerce assistant, Burlington, repre 
sented the carriers. 

They stressed the mountainous nature of the destination 
territory, extrémely adverse operating conditions from the point 
of view of population, and other features and made numerous 
rate comparisons in justification of the existing rates. 

Mr. Cleveland called attention to the fact that the existing 
rates were only 26 per cent higher than those in effect in June, 
1918. He compared that with the “very much greater increases” 
in the operating expenses of the carriers. “If the C. & N. W. 
had to operate its railroad today on freight rates not more than 
26 per cent in excess of those in effect in 1918, it would be 
in the hands of the receiver,” he declared. The rates attacked 
were materially less than reasonable maximum rates, he held. 
He further supported that by saying that the level of the rates 
to Wyoming was justified, not only because of the nature of 
the country, but because of the nature of the business the ter- 
ritory provided. In 1926, 85 per cent of the business (tonnage) 
originated by his line in Wyoming was commercial oil, accord: 
ing to his figures. Of the remainder, a large part was live 
stock traffic, he said. Little high-class traffic was available to 
make a balanced movement possible, he said. 
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September 22, 1928 


SOUTHWESTERN RATE HEARING 


The Trafic World New York Bureau 


Representatives of more than fifty organizations from the 
middle western, southwestern, and eastern sections of the coun- 
ty attended the hearings on the recent order of the Commission 
in the consolidated southwestern rate cases, opened Monday in 
the rooms of the Merchants’ Association on the petition of 
twelve eastern commercial organizations that have joined with 
the merchants in opposing the order. 

About fifty attorneys and witnesses for eastern shippers 
and chambers of commerce were present. Testimony was heard 
by C. M. Bardwell, examiner for the Commission, and W. B. 
Hardie, director of the bureau of traffic of the Commission. 

There was intimation at the hearing that the Commission, 
if it adhered to its findings in the ocean-and-rail feature of its 
decision in docket 14880 et al., would strangle the boat tines 
and force traffic to the all-rail routes. 

Testimony and exhibits offered by William Simmons, prin- 
cipal spokesman for the ocean carriers, purported to show that 
the effect of the decision was to force the water lines against 
their will to make substantial increases in their rates, while 
other boat lines not subject to the Commission’s jurisdiction 
were left free to cut the rates and divert traffic from the Mor- 
gan Line and others subject to the Commission’s jurisdiction. 
Reference was frequently made to the competition of the Newtex 
Line and to its ability to obtain traffic on much lower rates 
than those authorized by the Commission. 

Using as a basis for his questions some of the figures shown 
in the Simmons exhibits, Wilbur LaRoe, Jr., counsel for the 
International Paper Company, developed that the rates prescribed 
by the Commission from New York to Houston were higher than 
the rates normally charged by any of the boat lines. For illus- 
tration, taking commodities that would be affected by the column 
35 rate of 65 cents prescribed by the Commission, he brought 
out that present rates were on a much lower basis, as follows: 
Bags and bagging, 25 cents; green coffee, 28 cents; soap, 25 
cents; vinegar, 25 cents. 

“What I want to know,” inquired Mr. LaRoe, “is why the 
Commission fixed a 65-cent rate when the going rate is around 
25 cents?” . 

“Well,” replied the witness, glancing at D irector Hardie, 
“the Commission is here. You had better ask them.” 

Much of the boat lines’ testimony was addressed to an 
attempt to prove that the practical effect of finding No. 11 
would be to compel them either to establish joint rates from 
eastern ports to interior Texas far below the maximum rates 
prescribed by the Commission, or, in the alternative, to increase 
the port-to-port rates to such a high level that traffic would 
be diverted to the non-controlled lines. Some instances were 
shown where, because of port-to-port competition, rates from 
New York to Dallas would be lower than the basis fixed by the 
Commission from Houston to Dallas. 


Mr. Simmons offered a modified plan under which the rail 
factors to the north Atlantic ports and from the Gulf ports 
would be 73 per cent of the locals, and the ocean factors would 
be left flexible. 


W. H. Chandler made the point that the Commission’s find- 
ings, as interpreted by the railroads, would “freeze” the rate 
structure in such a way as to make reductions impossible, no 
matter how severe the competition. The witness agreed. 


Mr. Simmons was examined by G. H. Muckley, counsel for 
the lines, who said, after the first morning session, that the 
steamship lines were asking the Commission to permit them 
to publish such rates as would be necessary to meet the com- 
petition of the middle western shippers and also the unregulated 
steamship competition without reducing rates correspondingly 
all over the territory they serve. 

Exhibits were introduced at the hearing tending to show 
the inequalities existing under the Commission’s order as it 
Stands. These, it was explained, would, if unremedied, result 
in the loss of much business out of New York. The testimony 
made it plain that the freight affected covers about every con- 
ceivable class. Much of the testimony at the initial hearing 
here dealt with the technical aspects of the Commission’s order 
and required much time to submit. 


Mr. Simmons’ testimony was that the Southern Pacific and 
the Gulf steamship lines had lined up with the Merchants’ Asso- 
ciation and other affiliated organizations which are claiming 
that, unless the recent order issued by the Commission in these 
cases is rescinded, the shipping of New York City and the éntire 
eastern seaboard will suffer. 

He explained a series of exhibits offered by the Southern 
Pacific to show that the order issued by the Commission would 
put the control of the steamship lines and the water-and-rail 
lines in the hands of their competitors. 

It is claimed by the Southern Pacific manager that the 
Santa Fe Railroad, the Missouri-Kansas-Texas, the Rock Island, 
the Missouri Pacific and other lines controlling the traffic to 
the southwest would be placed in a position to control rates of 
the eastern steamship carriers. 

These lines, Mr. Simmons pointed out, have a natural in- 
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terest in handling goods for the southwest by rail rather than 


by water-and-rail routes. Among the exhibits in support of his 
contentions was a brief prepared by the rail carriers and pre- 
sented to the Commission on November 28, 1927. The signers 
of the brief included representatives of the Missouri-Kansas- 
Texas Railroad Company, the Rock Island, the Missouri Pacific, 
the Gulf Coast Lines, the International Great Northern Railroad 
Company, the Kansas City Southern Railway Company, the St. 
Louis-San Francisco Railway Company, the Kansas City, Mexica 
& Orient Railway Company, the Fort Worth & Denver City 
Railway Company and the Trinity & Brazos Valley Railway 
Company. As evidence of the intention of these companies 
to eliminate the steamship companies from the southwestern 
business if they could, Mr. Simmons quoted to the Commission 
the following paragraph: 


To repeat briefly what is set out in our answer to the pro- 
posed modification No. 1, unless the Morgan Line and Southern 
Pacific rail lines can participate in traffic to or from the Gulf 
port cities in the same manner and under the same conditions 
as the Newtex, Moore-McCormack, Mallory and the Southern, then 
it 4 best for all concerned that they forego participation in that 
traffic. 


The contention of the Southern Pacific representative was 
that the contested order would have the effect of eliminating 
the Gulf companies from this business, inasmuch as they would 
find it impossible to compete with rates of unregulated water 
lines. 

*“We are,” said Mr. Simmons, “trying to preserve our right 
to give eastern shippers and southwestern consumers a com- 
petitive basis of rates and the oportunity to continue their traffic 
to the southwest by rail-and-ocean routes.” 

Hearings at Galveston will open October 8. The transfer 
of the hearings to Texas was arranged to suit the convenience 
of the southwestern railroads interested in sustaining the or- 
ders recently issued by the commission in these cases. 

The Merchants’ Association is planning to send W. H. 
Chandler, manager of its traffic bureau, to Galveston to partici- 
pate in the cross-examination of witnesses and if necessary to 
testify in support of the position of the association on the 
whole question. . 

The principal witnesses at the continuation of the hearings 
were William Simmons, traffic manager of the Southern Pacific 
Lines, and J. T. Green, general freight agent of the Mallory 
Steamship Company. Both testified in support of eastern sea- 
board organizations. 

Mr. Green said his company was interested principally in 
keeping the seaboard lines in competition with the middle west 
and with the rail lines to the southwest. He testified in sup- 
port of the contention of his company that the Commission 
should modify its order so that the Gulf steamship lines might 
meet their unregulated competition between the ports and be 
permitted to continue to publish their tariffs and control their 
rates to the southwest. 


S. W. CLASS AND COMMODITY RATES 


Witnesses at the hearing at Chicago before Examiner Fuller 
in docket 13535, consolidated southwestern cases (further hear- 
ing as to class and commodity rates between Chicago, Kenosha, 
Racine and Milwaukee, Wis., Zion, Ill., Wisconsin and the upper 
peninsula of Michigan, on the one hand, and southwestern ter- 
ritory, on the other), were almost entirely concerned with the 
relationships resulting from the rates established by the carriers 
in compliance with the Commission’s order in the case. The 
hearing began September 18 and ended September 20. 

Witnesses representing interests in communities between 
Chicago and Milwaukee directed their testimony to showing 
necessity, from the point of view of competition, for continuance 
of the long established Chicago-Milwaukee group on the traffic. 
Representatives of the interests located throughout the rest of 
Wisconsin and in the upper peninsula of Michigan were partic- 
ularly critical of the way in which the carriers had complied 
with the order. It was their contention that, in every instance 
‘where the Commission had set up key points from which it 
had set the rates that should apply, the carriers had grouped 
the territory so that the points named were the furthest re- 
moved from the southwest of any point in the group. 

It was the contention of the Milwaukee witnesses and 
those joined with them that the territory between Chicago and 
Milwaukee was a homogeneous community both as to popula- 
tion and industry and should be treated as such by the carriers. 
They cited the fact that it had been grouped on traffic to the 
southwest for from thirty to forty years, that it was grouped 
on traffic to the Twin Cities and the northwest and on traffic 
to the east. A large number of exhibits were introduced pre- 
senting statistics of population, industry, and other facts show- 
ing the closely knit economic fabric of the territory. General 
testimony in favor of the continuance of the group was intro- 
duced by J. W. Goodman, for the Milwaukee Association of 
Commerce and similar organizations at Racine, Kenosha and 
Zion, and H. W. Gehrke, manager of the transportation division, 
Milwaukee Association of Commerce. A large number of other 
witnesses presented testimony in behalf of individual organ- 
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izations and industries setting out the competitive facts and 
other matters directly affecting them. 

W. O. Davis, assistant traffic manager, American Steel and 
Wire Company, said his company had one of the largest wire 
factories in the middle west at Waukegan. When the plant 
was established, he said, it was with the understanding that 
the Chicago rates would apply. On that assurance a large in- 
vestment had been made, according to him, and the competitive 
situation was such that any change in that situation would 
seriously affect his company’s ability to do business. Illus- 
trative of that, he explained that the company had been con- 
templating enlargement of its Waukegan plant and the plans 
had progressed to the point of having made surveys and other- 
wise completed plans. “But, with the change in the rate situa- 
tion,” he said, “the project has been abandoned and nothing 
further will be done unless we are put back on the Chicago 
basis.” 

George B. Hetherington, traffic manager, A. O. Smith Com- 
pany, manufacturers of pipe, auto frames and gasoline stills, at 
Milwaukee, testified that his company had been damaged to the 
extent of $30,000, on one contract for pipe closed last year, as 
the result of the establishment of the differential of 60 cents 
a ton, Milwaukee over Chicago, on pipe to the southwest. The 
competitive situation was such, he stated, that the Milwaukee 
shipper must absorb any difference in rate between Chicago 
and Milwaukee. Emphasizing the importance of the southwest 
as a market, he said that 25,000 miles of pipe line wouldebe 
laid in that territory in the next two years, involving millions 
of dollars in business. — 

J. R. Davy, of Sheboygan, Wis., testifying in behalf of the 
Wisconsin Manufacturers’ Association, introduced a series of 
exhibits “stepping up’ the rates prescribed by the Commission 
through key points, starting with Kansas City and St. Louis 
and running up into Minnesota and Wisconsin, for the purpose 
of showing what the result of the groupings set up by the car- 
riers was to disrupt long established relationships and provide 
higher rates in Wisconsin, generally, than should have been. 
The rates fixed by the Commission at the key points, he said, 
were slightly under what would have resulted had the scale 
prescribed for the southwest been extended to such points. 
But, as a result of the groups set up, he held, the rates applicable 
from Wisconsin were generally higher than would have resulted 
from an extension of the 13535 scale throughout the territory. 
He contended that the territory was more favorable from a 
traffic point of view than the southwest and that a proper ad- 
justment would provide lower rates. It was not his purpose to 
criticize the level of the rates prescribed by the Commission, 
he explained, but only the method employed by the carriers of 
meeting the Commission’s order. 

E. B. Boyd, chairman of the Western Trunk Line Associa- 
tion, was the only carrier witness. He said the rates attacked 
and the groups set up had been established by the southwestern 
carriers without conferring with the northern lines. He detailed 
numerous changes in the grouping which the carriers thought 
advisable. He suggested the continuation of the Chicago-Mil- 
waukee group on traffic to destinations on and west of the line 
of the Kansas City Southern, but said that, to give proper 
recognition to the increased mileage that would result, the Chi- 
cago rate should be increased 5 cents, first class, to apply to 
the group. He explained in that connection that Chicago and 
Milwaukee had been grouped in the Western Trunk Line class 
rate case on traffic to the Missouri River and that, for purposes 
of uniformity, it would be desirable to maintain the same group 
to the territory he indicated. On traffic to points in the south- 
west east of the line of the Kansas City Southern, he proposed 
that the Chicago group include Waukegan as the farthest north 
point. 

A conference between the shippers and carriers was set for 
October 17, in Mr. Boyd’s office at Chicago, to attempt to com- 
promise the disputes as to grouping as far as possible. Follow- 
ing that, the parties are to meet with Examiner Fuller October 
22 for the purpose of stipulating the terms of such agreement as 
they have been able to reach. 

Among the other witnesses who appeared were: P. E. John- 
son, Racine Association of Commerce; George Girling, Kenosha 
Chamber of Commerce; A. E. Hueneryager, Zion Institutions and 
Industries; John E. Marlow, Wisconsin Bridge and Iron Works; 
E. C. Beck, Geuder, Paeschke & Frey; J. G. Bach, Able & Bach; 
Frank T. Fowler, Waukegan Chamber of Commerce; T. E. H. 
Snow, Deere & Company; I. W. Whitaker, of Manitowoc; F. L. 
Thomas and Arthur Thompson, of Madison; Wisconsin Manu- 
facturers’ Association, and W. F. Ehmann, rate expert, Wisconsin 
commission. 


SOUTHWESTERN CLASS RATES 


The Dallas Chamber of Commerce, in Consolidated South- 
western Cases, No. 14880, Dallas Chamber of Commerce vs. 
A. & R. et al., has petitioned the Commission to eliminate citrus 
eo carloads, from the findings of April 5, 1927, and March 
, 1928. 

In an answer to the petition of southwestern carriers in 
I, and S. No. 3130, for vacation of orders, the Cold Spring 
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Granite Co., Inc., of Cold Spring, Minn., opposes the request with 
respect to granite from Cold Spring. 

The Procter & Gamble Manufacturing Co., in an answer to 
the petition of southwestern carriers for vacation of orderg in 
I. and S. No. 3130, says the petition does not offer proper jus. 
tification for setting aside the order in respect to the pregeft 
commodity rates on paper and fiber board boxes and liquig 
chlorine gas and asks that it be denied. 

The Metal Furniture Traffic League says the Commission 
should deny the petition with respect to metal office furniture 
rated fourth class or lower. 

The Mississippi Glass Co. asks the Commission not to com- 
ply with the petition with respect to rough rolled and polisheq 
wire glass. 

In No. 13535, consolidated southwestern cases, the Com. 
mission has issued the following: 


By notice of August 27, 1928, the above-entitled proceedings were 
assigned for further hearing on October 22, 1928, at New Orleans, La 
upon the questions of arbitraries or allowances to cover the trans. 
portation service across the Mississippi River at Memphis, Tenn 
and river gateways south thereof; of similar arbitraries or allow. 
ances to cover the transportation service across Galveston Bay 
“and upon the question of the reasonableness of the through al]- 
rail rates prescribed in Appendix 17, and_those to and from Mem- 
phis, Tenn., Vicksburg, Miss., and New Orleans, La., prescribed in 
Appendix 19, to the aforesaid report of April 5, 1927, which severally 
include such arbitraries or allowances as are provided in finding 
No. 19 of said report.’ 

It appearing that some misunderstanding has arisen with re- 
spect to the scope of the further hearing by reason of the quoted 
portion of the above notice, this is to advise that the hearing at New 
Orleans on October 22 will not be limited to the river-crossings arbi- 
traries or allowances, or their influence on rates, but will embrace 
also the through all-rail rates which are designated in the preceding 
paragraph, independently of the arbitraries or allowances which they 
nclude. 

This notice also embraces Docket Nos. 14880, 14416, 15463, and I. & 
S. Nos, 2097 and 2271. 


WOOL AND MOHAIR RATES 


Hearing in docket 20743 and Sub. 1, Midwest Wool Trade 
Association against the A. & R. and others, began at Chicago 
September 20 before Examiners Johnston and Crowley. It was 
set for September 18, but was postponed on the request of the 
complainant. The complaint attacks as unreasonable carload 
rates on wool and mohair, in sacks and bales, from the territory 
west of Western Trunk Line and Southwestern territories to 
the Twin Cities, Kansas City, St. Louis, Chicago, and other 
W. T. L. points and to various C. F. A. destinations. 

A. E. Sicilia and W. J. Anderson testified for the complainant. 

Mr. Sicilia explained that the basis sought for application 
to the traffic moving to the C. F. A. destinations was that pre- 
scribed in the so-called wool case of 1923, docket 14787, in which 
the Commission had prescribed a rate of $1.40 for distances 
under 1,500 miles, $2.64 for 3,000 miles, and $2.70 for everything 
over 3,000 miles. Those rates were prescribed for application 
between western territory and Boston. The basis he asked be 
applied on the traffic destined to Western Trunk Line points 
was a scale 17.3 per cent higher than that, grading the scale 
prescribed in the earlier case down from 1,500 miles in the 
same way it was graded up from that. 

He introduced numerous exhibits setting out the present 
rates and the rates sought and the per car and car mile earn- 
ings produced and other matters in support of the reasonableness 
of the rates proposed. He also objected to the existing transit 
practices, under which the shipper paid the full local rate into 
the transit point and, at the time of making the outbound ship- 
ment, was required to pay the full proportion of the through 
rate received by the eastern lines. The difference between those 
two sums and the through rate was later refunded to the shipper, 
he explained, but the result was that approximately half a 
million dollars was paid to the carriers in excess of the trans- 
portation charges and was held without interest for from 4 to 
12 months. 


RATES ON SCRAP STEEL 


Hearing in docket 20939, Hyman-Michaels Company against 
the Seaboard Air Line and others, was held at Chicago before 
Examiner Johnston September 15. 

The case involves rates on old and scrap steel, rails, and 
angle bars, carload, from River Junction, Fla., to Brooksville, 
Fla. According to the testimony of A. L. Drehr, traffic man- 
ager of the complainant, the charges assessed were interstate 
rates, but should have been on the basis of the lower intrastate 
rates. The material was purchased from the Louisville & Nash- 
ville in accordance with the usual practice of the company, with 
the understanding that it was to come into complainant’s pos- 
session at River Junction, for delivery at Brooksville. The 
actual shipments which originated at various points in Alabama 
and Kentucky and moved to Brooksville under through bills of 
lading, carrying the notation: “To move free company’s use 
over L. & N. rails to River Junction, Fla., collect beyond .. .” 
Mr. Drehr contended that the assessment of interstate rate 
for the movement beyond River Junction was unlawful, inas- 
much as the movmeent, so far as the complainant was concerned, 
began there. The original billing was made out by the carrier. 
A. L. Hendren, commerce agent, S. A. L., represented the 
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jers. The shipments were through movements on through 
_* of lading from origin to destination and so must be con- 
ye d interstate shipments, he said. The fact that the move- 
wae continuous, with only a switching movement at River 
weetion established that it was an interstate shipment accord- 
ony a him. “It is true that the carrier billed the shipments,” 
eel “but it is also true that when a carrier bills a shipment 
at be given the same treatment as any other shipment.” 
—e complainant had no agent at River Junction to receive the 
material, he pointed out, though he held that would not have 
itered the case. He made numerous comparisons between 
oa rates assessed and rates from Savannah, Ga., and Mont- 
Ala., to various destinations in Florida, in support of 


omery, - 2 
= reasonableness of the rates assessed. 








RATES ON CANNED GOODS 


The hearing in docket, 13535, consolidated southwestern 
cases (reopened with respect to rates on canned goods), which 
began at Chicago, September 13, before Examiner Fuller, ended 
September 15. On petition of the defendants, an additional 
hearing to that set for September 24 at Oklahoma City was 
set for October 19 at Chicago. 

A number of the witnesses contended not only that there 
should be a single basis applicable to the traffic but that 30 
per cent of first class would be a reasonable level. Numerous 
complaints were registered against groupings which had been 
set up on the traffic. 

According to B. M. Angell, of Stokely Brothers and Company, 
Birmingham, Ala., which, he said, was the largest packer of 
canned vegetables in the south, the increases from its plants 
at Newport, Tallico Plains, and Sevierville, Tenn., on move- 
ment into the southwest ranged from 28 to 35 per cent, in tin, 
and from 29.9 to 38 per cent, in glass, under the adjustment 
made in 13535. Besides the actual increase in the rates, there 
was added an arbitrary of two cents for the bridge crossing at 
the Mississippi River and an average increase of about 5 cents, 
resulting from the grouping set up, the affect of which was that 
the rates paid by his company were about 7 cents over the 
scale prescribed, he said. Competitors located at a similar 
distance from the southwestern territory but in a different di- 
rection were at that much of an advantage, he said. In addi- 
tion to the increases in his company’s rates to the southwest, 
it was faced with general increases throughout the south, ac- 
cording to him. He explained that docket 15515, Mobile Cham- 
ber of Commerce against the A. & V., which involved rates on 
canned goods, was pending at the time docket 13535 was de- 
cided, and that the basis prescribed there had been followed 
in the decision in the former case—namely, 35 per cent of first 
class, in tin, and 38 per cent, in glass. The carriers had 
docketed that basis for general application in the south, he 
said. In the event it went into effect, it would mean a 24 per 
cent increase in the rates applicable to his company’s traffic 
throughout the south, according to him. 

R. B. Coapstick, for the Indiana State Chamber of Com- 
merce, contended for a single basis applicable to all the traffic 
and that 30 per cent of first class would be a proper level. He 
further insisted that the carriers should not be allowed to 
“meet competition” by deviating from the scale prescribed. 
Some liberality in grouping was permissible, he believed, ‘but 
it should be understood that the scale is a maximum scale and 
that the carriers shall not be allowed to impose higher rates 
than that through pulling the groups around to distort the 
normal situation.” In that connection he referred to what had 
happened to the rates from the Tennessee plants of Stokely 
Brothers and Company, “merely because the Commission didn’t 
happen to mention those points in its decision.” 

Details of groupings in Minnesota sought by the interests 
in that territory were presented by Oliver W. Tong, for the 
Minnesota Canners’ Association. He contended that, contrary 
to the groups that had been set up since the decision in the 
case, those presented by him, which, he said, the canners had 
agreed on, represented a normal recognition of the geographic 
relationships of the interests involved. 

Others who testified were as follows: W. A. Cain, Ozark 
Packing Corporation; Edgar Moulton, New Orleans Joint Traf- 
fic Bureau; J. C. Murray, Little Rock Chamber of Commerce; 
B. H. Overton, Green Bay (Wis.) Association of Commerce; 
J. C. Magness, Glass Containers’ Association of America, and 
Hugo Huhn, Owens Bottle Company. 


LAKE CARGO COAL RATES 

The Port Huron (Mich.) Chamber of Commerce, in No. 
21356, has filed a complaint against the Baltimore & Ohio and 
other carriers, attacking the lake cargo coal rates that were 
put into effect by the carriers June 18, 1928, whereby Port 
Huron, St. Clair and Marine City, Mich., are required to pay 
20 cents a net ton more for lake-borne coal than points beyond 
Port Huron. It has asked for reparation in behalf of receivers 
of lake cargo coal whose consumption approximates 700,000 
tons annually. 
Bay City, Alpena, Petoskey and other points on the Great 
kes, more distant from the mines than Port Huron, St. 
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Clair and Marine City, are alleged to be preferred by reason 
of the 20-cent refund provision embodied in the tariffs which 
became effective June 18. The complaint alleges that Port 
Huron, St. Clair and Marine City are in competition, in an in- 
dustrial sense, with Bay City, Alpena and other points more 
distant from the mines which have had the benefit of the 
20-cent a ton refund. 

The complaint alleges that the withholding from industries 
located at the complaining cities of the 20-cent refund is a 
direct injury to them and to each community in which such 
industries are situated. It points out that Port Huron, St. 
Clair and Marine City are included in the longer haul to upper 
lake ports to which the provisions for the 20-cent refund is 
made applicable. It specifically alleges that the lines serving 
the complaining cities are the ones serving Bay City, Alpena, 
Petoskey and other alleged preferred points. The whole ar- 
rangement, according to the complaint, is in violation of the 
first three sections of the interstate commerce act. Besides 
reparation the complainant asks for just and reasonable rates. 


CONSTRUCTIVE STATIONS, ETC. 


The Merchant Truckmen’s Bureau of New York, in its brief 
in No. 19715, and I. and S. No. 3100, constructive and off-track 
railroad freight stations on Manhattan Island and constructive 
stations and trucking in lieu of lighterage in New York City 
and vicinity, says the railroads should be permitted to enforce 
the tariffs filed discontinuing the use of constructive stations 
and trucking in lieu of lighterage. It says that as it is desirable 
to retain such economies as appear in the two operations these 
economies should be retained by the Commission recommending 
an operation along the line suggested in the turckmen’s bureau 
plan, which is outlined as follows: 


Consignees of carload shipments should be given the option of 
taking delivery of their goods direct from cars at team tracks. 
Demurrage should accrue on these cars just as at piers. Consignees 
should receipt for the goods at that time. Where the consignees 
exercise this option, a suitable allowance should be made direct to 
the consignee by the railroad. 

This allowance should be arrived at scientifically. It should be 
based on the additional trucking cost of taking the goods from the 
team tracks over the cost of taking delivery at piers or inland sta- 
tions. To this actual cost should be added a reasonable amount to 
make it attractive to the consignee. This amount, however, should 
be so adjusted that it will not result in continual shifting of freight 
from one road to another by reason of varying allowances as at 
present. It should consist of a base allowance on the most desirable 
freight. It should be proportionately higher on freight of less density 
to the cubic foot, in the same ratio as the freight rate on the various 
classes of goods varies. The consignee would then be able to use 
this service with his own trucks or through his regular truckmen. 


The Merchants’ Association of New York says it takes no 
position with respect to the practice of trucking freight in lieu 
of handling it by lighters, but that it has taken a definite position 
with respect to the handling of freight through the so-called 
constructive delivery stations and has submitted a plan for 
consideration by the Commission which it believes will meet 
all the objections to the present practices and at the same time 
will preserve the economies resulting both to carriers and 
shippers. 

“The testimony in this case,” says the association, “clearly 
indicates that it would be to the interest of public convenience 
to require carriers to make store door delivery and that not 
only would this not impair the ability of the carriers to per- 
form their duty to the public, but would, in fact, result in sub- 
stantial economies to the carriers.” 

The association says it is not assured that the Commission 
has adequate authority to require carriers to establish store door 
collection and delivery, but indicates, after a review of the law 
and the Commission’s decision in No. 14828, a belief that the 
Commission may deal with the situation. 

“It is not an uncommon practice for the Commission,” says 
the association, “to recommend adjustments without issuing an 
order. If there ever was a case where the Commission should 
use its moral influence in the event of its not having authority 
to bring about the proper solution of a difficult question, it 
seems to present itself in this proceeding.” 

Questions raised by the examiner are discussed in the brief. 
As to a question, “If constructive stations are to be continued, 
shall the practice of trucking in lieu of lighterage also be con- 
tinued?” the association says that under its suggested plan, it 
would not be necessary to continue either constructive delivery 
stations or the practice of trucking in lieu of lightering, but 
that if the carriers refused to adopt store door collection and 
delivery as a solution of the New York terminal problem, its 
recommendation is that the constructive delivery stations be 
continued. 

In response to the question, “Is the constructive station 
illegal? the association says its answer is in the negative. The 
association says, in response to another question, that carriers 
are within their rights in confining their employment of trucks 
to a single agency. 

As to the Commission having jurisdiction over rates charged 
by truckmen beyond constructive delivery stations or lighterage 
points, the association says it has not, if considered in connec- 
tion with the present practice. 
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If the carriers, however, should elect to establish store door 
collection and delivery, and extend their service to the mer- 
chant’s place of business, publishing rates to cover such service, 
and assuming responsibility therefor, says the association, the 
Commission would have jurisdiction over this service, holding 
the carriers responsible for the action of their agents, just as 
the Commission now has authority over rates which embrace 
a terminal or transfer service to be performed by the carrier 
or some agent selected by it. 

The Bush Terminal Co. and the Bush Terminal Railroad 
Co., in their brief, say that the tariffs of respondents providing 
for elimination of constructive stations at New York should 
be permitted to become effective; that the Commission should 
order the New Haven to discontinue constructive station service 
at New York; that it should cause to be deleted from the pro- 
posed tariff of the New York Central, dealing with trucking 
in lieu of lighterage, that provision which makes it disconsonant 
with the tariffs of the other carriers operating lighterage service 
at New York, viz., the section reserving to the carrier the right 
to substitute a truck movement for a lighterage movement in 
respect to freight originating at New England states; that the 
Commission should declare the practice of constructive lighterage 
delivery unlawful; that the tariffs providing for the restriction 
of trucking in lieu of lighterage, to freight interchanged with 
other carriers and steamship companies should be permitted to 
become effective, and that the Commission should require a 
cost study to be made of inland station operation at New York. 

The Brooklyn Chamber of Commerce submits that the Com- 
mission should recognize that the only principle upon which 
the important questions before it in this case can be decided 
justly is on the principle of the united Port of New York. 

“Based upon identical rate structure and similar services, 
this port has grown to its present greatness, and either the 
service now being investigated or some substitute for that serv- 
ice should be established in all sections of the port on a 
comparative cost basis, or it should be removed and the status 
quo ante be reestablished,” says Brooklyn. 

The Chamber of Commerce of the Borough of Queens also 
asks the Commission to recognize the principle referred to by 
Brooklyn. 

The New York Dock Railway submits that, in the absence 
of a remaining discrimination or other illegality, the Commis- 
sion has no jurisdiction to prevent the respondent railroad com- 
panies from discontinuing the trucking practices in question 
and that even if the Commission had jurisdiction to approve 
or disapprove the discontinuance of such practices, it should 
not only assist but compel the discontinuance of such practices 
upon the record in this case, which shows the right of the in- 
terested carriers to protection, a substantial danger to the in- 
vestments, service and revenues of interested carriers, and a 
complete absence of justification for such impairment. 

The Port of New York Authority says in its brief that the 
Commission should find that the proposal of the carriers to 
cancel the constructive station service is not justified and 
should go still further and let the carriers know in no uncer- 
tain terms what obligations rest upon them in dealing with 
the terminal problem. 


The investigation, says the port, while dealing primarily 
with terminal trucking, involves indirectly most of the major 
transportation problems of the port. 

A systematized service of motor trucks holds the key to 
the solution of New York’s major terminal problems, it is 
asserted. 

“The proposal to abandon the constructive station services 
is so completely lacking in justification that it is difficult to 
understand how railroad executives having any appreciation 
of their obligations—as public servants could propose it,” says 
the port. “The true explanation is to be found in the baseless 
fear of the executives that shippers would ultimately insist 
upon store-door delivery at the flat New York rate, a service 
which no shipper could reasonably demand. And there is ade- 
quate reason for suspecting that the New York Central, appre- 
hensive of further competition on Manhattan Island under the 
constructive station plan, resorted to retaliatory trucking prac- 
tices and provoked the present situation.” 


The Port Authority says the atmosphere has been clari- 
fied and much light has been thrown on the whole subject “by 
the able and constructive report recently issued by Examiner 
Ames in the St. Louis Trucking Case, Docket 19594. That re- 
port shows the situation at St. Louis to be strikingly similar 
to that at New York.” It says it believes the findings and con- 
clusions of the examiner, on the whole, to be sound. 


The Warehousemen’s Association of the Port of New York, 
Inc., says that the practice of constructive lighterage delivery; 
the unbridled substitution of a truck movement for a light- 
erage movement; the indiscriminate placing of inland stations 
throughout New York City; free delivery and receipt of car- 
load shipments at such stations, “each jeopardize the free, 
indiscriminate use of the rail facilities of the carriers by all 
shippers within the New York rate district, and tend to violate 
the sound principles enunciated in the New York Harbor 
case.” 
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The Motor Haulage Company says the carriers hay 
failed to justify the proposed cancellation of constructive 
tions and trucking in lieu of lighterage, and that the Fr dhn ; 
sion should so find. 

J. Goldberg’s Son & Co. says that if, as the railroads 
contending, the trucking from the railhead to the construct; : 
station is something which the railroads have to do and rt 
fore are entitled to select their own agency, “we Submit that 
the trucking beyond the constructive station is a right of a 
consignee and should be performed by an agent of the a 
signee.” ; 

The Northern New Jersey Freight Traffic Committee and 
the New Jersey Industrial Traffic League say the DUrPose of 
their brief is to attract the Commission’s attention to the rela. 
tion of the question of the future rate basis and line-hay] rates 
on the traffic involved to the order that may be entered in the 
proceeding. 

The Pennsylvania Railroad Company says the tariffs unde 
suspension in I. and S. No. 3100 should be permitted to become 
effective, and the investigation in No. 19715 discontinued with- 
out any further or other action. 

The Pennsylvania says that the discontinuance of the 
constructive stations will not result in inadequate facilities js 
shown by testimony of J. W. Roberts, who at the time of the 
hearing was general superintendent of transportation of the 
eastern region of the company and now its assistant vice-pregi. 
dent at New York, where it is pointed out that, even with the 
abandonment of the constructive stations, the consignees at 
New York will have more facilities on the Pennsylvania than 
they had prior to June, 1927. With respect to changes regard. 
ing trucking in lieu of lighterage, the Pennsylvania says the 
modified tariff rule will not make any change in the situation 
on the Pennsylvania. It says it does not propose to discon. 
tinue the constructive stations on any theory of illegality, 
With reference to the proposal of the Merchants’ Association 
as to store-door delivery, it is contended that there is no obii.- 
gation on the part of railroads to deliver or receive goods ex. 
cept at their established stations. 

The Delaware, Lackawanna & Western contends in its 
brief that the suspended tariffs have been justified. 

In a brief on behalf of the Erie, the Chicago & Erie, the 
New Jersey & New York and the New York, Susquehanna & 
Western, it is stated that, on the facts, these carriers are 
justified in discontinuing the optional tariff provision for 
trucking in lieu of lighterage as proposed in the suspended 
tariffs and that the elimination of the constructive station is 
justified. These carriers say the economic justification for the 
constructive station practice has ceased to exist and there 
being no obligation of law resting upon them to continue that 
practice, they should be permitted to discontinue it. The 
constructive station was established when the carriers did not 
have adequate terminal facilities at New York to handle the 
then congested traffic but no such condition exists now, accord- 
ing to the brief. 

The New York, New Haven & Hartford, with respect to the 
constructive station, says it takes a dffferent position than other 
carriers in that it desires to continue its test of that service. 
It says that, for a short while, it operated a trucking in lieu 
of lighterage service for freight consigned to or from lighterage 
points that has ceased because of non-use, and that it is now 
— to amend the provisions of its tariffs so as to read as 
ollows: 


© wholly 


Definition of term “Lighterage Free.” Freight interchanged with 
other railroads or with steamship lines, may, at the option of this 
company, be trucked under the same rates and conditions as would 
apply if freight were handled by lighter. 


The New Haven says this restriction of the rule is similar 
to that proposed by the other carriers and that it considers that 
the proposed change has been justified. The change, it says, 
will bring no change whatever in the present methods of oper- 
ation on the New Haven. 

The Baltimore & Ohio says that it has been shown that 
the discontinuance of the constructive station and the limita- 
tion on the trucking in lieu of lighterage privilege are justified; 
that both were established voluntarily; that the B. & O. has 
facilities more than adequate for its present needs; and that 
trucking in lieu of lighterage is likely to develop into a collec: 
tion and delivery service at the flat New York rate. 

The Lehigh Valley makes argument in support of (1) that 
the Commission is without jurisdiction in this proceeding to 
prevent discontinuance of the constructive station; (2) that 
the proposed store-door delivery plan of the Merchants Associa 
tion is illegal and beyond the power of the Commission to pre 
scribe; (3) that there will be no illegality in the trucking in 
lieu of lighterage service under the proposed amended tariffs; 
(4) that the Commission is without authority to order the 
establishment of universal inland stations as advocated by the 
Port Authority; and (5) carriers may not lawfully be com: 
pelled to grant allowances to truckmen generally for completion 
of transportation services which carriers themselves are able 
and willing to complete. 

The Central Railroad Company of New Jersey submits that 
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onstructive station device is inherently discriminatory in 
d of section 3, tends to defeat the strict observance of 
6 of the act, involves wasteful duplication of expense 
d of section 15a, and in view of the adequacy and 
eficiency of respondent’s pier station facilities, is uncalled for 
in any event. It invites the Commission’s particular attention 
to the fact that relatively few shippers are interested in the 
constructive station and trucking in lieu of lighterage arrange- 
ments, and the relatively small proportion of the total Manhat- 
tan tonnage affected by them, and says the only possible con- 
cdusion is that there is no broad public demand for their 
continuance. 

The Brooklyn Eastern District Terminal says that the Com- 
mission should permit to become effective those tariffs of the 
carriers proposing to cancel their present constructive stattion 
services and to limit their trucking in lieu of lighterage to the 
interchange of freight with other railroad and steamship lines; 
that it should require the New Haven to cancel its constructive 
station service unless and until that company shall obtain cer- 
tificates of convenience and necessity from the Commission 
authorizing the operation of such service; that the Commission 
should require the New York Central to cancel its trucking in 
lieu of lighterage service to and from New England points 
unless certificates are obtained authorizing such service and 
that the Commission should forbid the carriers further to aban- 
don the operation of their fioatage, lighterage and pier station 
services unless certificates authorizing abandonment are ob- 
tained. 

The Board of Commerce and Navigation of the state of 
New Jersey and other New Jersey interests say that the prac- 
tical operation of constructive stations, inland stations and 
trucking in lieu of lighterage enables the merchant on Man- 
hattan Island to have his freight handled for less than his 
competitor in New Jersey. They submit that the services and 
practices under investigation are “unusual and expensive ter- 
minal services,’ quoting from 47 I. C. C. 323, 334, and that these 
expensive services were designed and are being maintained 
solely for the purpose of preferring the commerce of the city 
of New York against cities in the state of New Jersey. 

The Endicott Johnson Corporation, of Endicott, N. Y., pro- 
testant, contends that constructive delivery is a lawful prac- 
tice; that the proposed abandonment of constructive delivery 
involves the abandonment of a line of railroad and the operation 
of service which, under section 1 (18) of the act, requires re- 
spondents first to obtain a certificate of convenience and neces- 
sity, and, having failed to apply for or obtain such certificate 
makes the proposed abandonment unlawful; and that construc- 
tive delivery constitutes a practice over which the Commission 
has broad powers, said powers being broad enough not only to 
prevent respondents from discontinuing the practice, but to 
establish and make effective such allowances for constructive 
delivery as may be proper and necessary. 


RATES BETWEEN CANADA AND U.S. 


A finding that joint through rates between Canada and the 
United States are unlawful would have a most unfortunate 
effect on the commerce between the two countries, which is 
larger than between any other two nations in the world, ac- 
cording to a brief filed with the Commission on behalf of the 
International Paper Co. and the Canadian International Paper 
Co., by Edgar E. Clark and Wilbur LaRoe, Jr., in Ex Parte 93, 
publication of rates on traffic between the United States and 
Canada. (See Traffic World, Aug. 11, p. 327.) This is the 
proceeding instituted by the Commission to obtain views as 
to the effect of the decision of the Supreme Court of the 
United States in News Syndicate Co. vs. New York Central 
et al, 275 U. S. 179, and in which the Commission has asked 
questions relating to the rates and traffic in issue. 

The subject of joint regulation of international rates is 
dealt with extensively in the brief, which asserts that what 
is needed is not a revision of existing practices with respect 
to rate publication, but that there is urgent need of cooperative 
action on the part of the Commission and the Board of Rail- 
way Commissioners for Canada. 

“It is clear that substantial cooperation would be imprac- 
ticable without legislative sanction,” it is asserted. “The most 
helpful step that could be taken at this juncture is the enact- 
ment of the Odette bill and the McLeod bill. it is to be hoped 
that the Commission, in its next report to Congress, will urge 
the enactment of appropriate legislation.” 

The McLeod bill (H. R. 11201) was introduced in the House 
last February by Representative McLeod, of Michigan. It would 
authorize joint hearings between the Commission and the 
Canadian board. Early in 1928 a similar bill was introduced 
in the Canadian Parliament, known as the Odette bill. 

“The question of law presented by this inquiry is not new,” 
Says the brief. “It has had for many years ,the consideration 
of the Interstate Commerce Commission, the State Department 
and the Board of Railway Commissioners for Canada. As long 
ago as 1909 the Commission expressed the view that the pub- 
lication of joint through rates between Canada and the United 
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“At no time in the history of this matter, prior to the 
present inquiry, has any question been raised as to the lawful- 
ness of joint through international rates. Their legality has 
been recognized through all the years, and joint through rates 
have been in existence for such a long period that they have 
become a fixture in fact and in law. Any substantial disturb- 
ance of them might, and almast certainly would, have a most 
serious effect upon a large volume of commerce interchanged 
between Canada and the United States. This commerce has 
flowed between the two nations with almost the same freedom 
as it would flow if the two nations were one, and friendly inter- 
course between Canada and the United States has been en- 
couraged by it. Joint through rates have played a most 
important part in stimulating that commerce.” 

The value of foreign trade interchanged in 1927 between 
Canada and the United States was $1,310,955,348, as compared 
with $591,586,000 between Canada and the United Kingdom, 
according to the brief. So close are the commercial relations 
between the United States and Canada, according to the brief, 
that the investments by United States citizens in Canadian 
enterprises now exceed by 50 per cent the corresponding in- 
vestments by citizens of the United Kingdom. In fact, it 
continues, the United States investments in Canada now exceed 
the total investments in that country by all other foreign na- 
tions in the world. In 1927, according to figures reported by 
the Dominion Bureau of Statistics, the United States investments 
in Canada amounted to $3,069,181,000, as against $2,192,467,000 
for the United Kingdom, and $238,793,000 for other countries. 

“The commercial intercourse between the two nations has 
been mutually beneficial and there is every reason why it should 
be encouraged,” says the brief. “The cancellation of joint 
through rates would strike a very serious blow at it.” 

Attention is called to the fact that of a total foreign invest- 
ment of $494,401,000 in the Canadian pulp, paper and lumber 
industry, $377,722,000 is represented by United States capital. 
It is also stated that citizens of Canada now have invested 
approximately six times as much capital in the United States 
as in the United Kingdom, and that Canadian investors have 
placed nearly twice as much capital in the United States as in 
all other foreign countries combined, the Canadian investments 
in the United States being given, for 1927, as $723,328,000, as 
compared with $118,479,000 in the United Kingdom and $488,- 
667,000 in other countries. 

As long ago as 1910, according to the brief, the Commission 
called the attention of the State Department to the absence of 
joint regulation of international rates. An international com- 
mission was created to study the matter, President Roosevelt 
having appointed Chairman Knapp, of the Commission, and 
the Governor-General of Canada having appointed Judge Mabee, 
at the time chief commissioner of the Board of Railway Com- 
missioners for Canada, according to the brief. This commis- 
sion made a formal report to the Secretary of State and con- 
clusions reached were in general as follows, according to the 
brief: 


1. That existing laws were inadequate for the intelligent regula- 
tion of international rates. 

That a joint commission should be created consisting of four 
members, the chairman of the Interstate Commerce Commission, the 
chairman of the Board of Railway Commissioners for Canada, and 
one member from each tribunal to be appointed by the President of 
the United States and the Governor-General of Canada, respectively. 

8. That the joint commission could be best established by treaty. 
4. That if the treaty plan were not looked upon with favor legis- 
lation could be enacted in both countries providing for cooperation or 


joint action. 
5. That boat, lines operating on the Great Lakes should not be 


included in the plan. 
6. That telegraph and telephone lines should be included. 


7. That the international regulation should be almost identical in 
form with that provided by the act to regulate commerce. 


This report, the brief continues, never resulted in any action 
being taken, largely for the reason that a legal question was 
raised as to the possibility of creating, even by treaty, a joint 
commission with power to make international rates. It is 
asserted in the brief, however, that since that time there have 
been developments that indicate a trend toward cooperation 
between the Commission and the Canadian board. 


“In December, 1926,” says the brief, “the State Department 
notified the Interstate Commerce Commission that cooperation 
between the Interstate Commerce Commission and the Canadian 
board could best be accomplished, not by treaty, but by legis- 
lation. It reached this conclusion because it was convinced 
that each tribunal must confine its exercise of authority to its 
own side of the international border; in other words, that no 
joint action is practicable.” 

“Can the Commission properly sanction joint international 
rates between points in the United States and points in Canada, 
and should such joint rates be retained in the tariffs?” 

Taking up the foregoing question, asked by the Commission, 
the brief contends that it must be answered in the affirmative. 
It is contended that both Congress and the Commission have 
recognized that joint through rates are in the public interest. 
It is stated that the practice of publishing joint through inter- 
national rates antedates the act to regulate commerce and Con- 
gress must be presumed to have sanctioned such publication. 
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It is also pointed out that the Commission, nearly twenty years 
ago, adopted Administrative Tariff Ruling No. 72, dealing spe- 
cifically with the publication of joint through rates between 
points in the United States and points in adjacent foreign 
countries. That ruling, according to the brief, recites that 
“through rates and fares from points in adjacent foreign coun- 
tries to points in the United States are a great convenience, 
and the Commission therefore desires to permit and encourage 
the publication and filing of such through rates and fares under 
lawful and proper conditions.” 

“What change, if any, should be made in the publication 
of rates on traffic moving between points in the United States 
and points in Canada?” 

Answering this question submitted by the Commission, the 
brief says no change whatever is required, and adds: 


The decision of the Supreme Court in the New Syndicate case 
is quite commonly misunderstood and misconstrued. That case did 
not decide that it is the legal duty of railroads to publish rates to 
and from the international boundary. This was a reparation case, 
and the only question of law involved was whether the United States 
carriers participating in joint through rates from Canada to the 
United States might be held liable in law for the entire amount of 
damage where the Interstate Commerce Commission found the joint 
through rate to be unreasonable. The Supreme Court held, in effect, 
that the United States lines, having published no rate to or from 
the international boundary, are responsible in law for the entire 
joint rate and for any damages resulting therefrom. Translated into 
ordinary parlance the Supreme Court’s ruling was: P 

“The Interstate Commerce Commission has jurisdiction over 
only that part of the transportation taking place within the United 
States. The United States carriers participated in joint through 
rates from Canada to the United States. If they had shown in their 
tariffs the amount charged by them for that portion of the trans- 
portation taking place in the United States, the Commission could 
have determined readily whether that charge was excessive and un- 
reasonable. The carriers having failed to show such a charge in 
their tariffs, the Commission could deal only with the joint through 
rate and was warranted in doing so by reason of the failure and 
neglect of the carriers to show their published charge for the por- 
tion of the transportation within this country. It necessarily fol- 
lows that the Commission was within its rights in dealing with the 
joint through rate and in awarding the entire amount of reparation 
against the United States carriers who are jointly and severally re- 
sponsible for the injury inflicted. They must look to the Canadian 
lines for contribution. Our holding would be different if the United 
States lines had shown what portion of the through charges accrued 
for the transportation within the United States. In the latter event 
both the jurisdiction of the Commission and the liability of the 
United States carriers would be limited to the United States factor 
of the rate.”’ 

It will be seen that there was no issue in the News Syndicate 
case involving the necessity of publishing rates to or from the in- 
ternational boundry. The observation of the Supreme Court on that 
subject amounts to nothing more than a warning to the United 
States lines that in a case involving reparation they will be held 
liable for the whole rate and the whole damage unless they show 
in their tariffs the part of the rate accruing for the transportation 
within the United States. 


The News Syndicate case has been erroneously construed as 
requiring a radical revision of all existing tairffs between the United 
States and Canada. So tremendous are the difficulties involved in 
a revamping of all the tariffs that the Commission should hesitate 
before imposing such an unnecessary burden upon the railroads and 
the shipping public. 


A number of illustrations of the difficulties and complexities 
that would be presented if existing joint rates were canceled 
and rates were published to and from the border were set forth. 


The Commission asked the following questions: 


What effect, if any, does the decision of. the Supreme Court of 
the United States in the News Syndicate case, 275 U. S. 179, have 
upon existing practices in the publication of rates upon traffic be- 
tween points in the United States and points in Canada, and what 
remedy is suggested to meet the defects, if any, pointed out by the 
Supreme Court’s decision? 


Replying, the brief, in part, says: 


The decision has no effect upon existing practices and no 
remedy is required. The court makes no finding with respect to 
such practices other than to express a conclusion, obiter, that it 
is the duty of the carriers, as a protection to them, to provide rates 
to and from the international boundary, from and to destinations in 
the United States. The status of joint through rates between points 
in Canada and points in the United States is not affected. The lia- 
bility of the United States carrier for damages caused by the applica- 
tion of an unreasonable rate from origin to destination is made clear 
by the decision and the United States carrier held liable notwith- 
standing the Canadian lines are participants in the through rate and 
should participate in any refunds required. 

The effect of the decision in the News Syndicate case is to apply 
the principle of joint and several liability. The United States lines 
were joint tort feasors and the fact that the United States laws 
could not reach the Canadian lines or the transportation within 
——- a. —. 

ertainly the carriers can not maintain joint through rates and 
also proportional rates to and from the border without. raising con- 
troversy and important questions as to which constitutes the legal 
rate if, as is certain, there is any difference in the through charge 
as between the joint rate and a combination of which the propor- 
tional is a part. 

If joint rates and proportional rates are on file, the Commission 
can not project into Canada its rule, long maintained, that when a 
ant rate is in effect it is the only legal rate for a through ship- 
ment. 

Too much stress should not be placed upon the statement by the 
Supreme Court that it was the duty of the carriers in the U. S. to 
have on file rates to and from the rder line applicable on through 
shipments. The interpretation placed upon these words should 
the same as that which is and long has been placed upon different 

rtions of the act which declare it to be the duty of carriers to 
o certain things. 








Vol. XLII, No. 12 


The law makes it the duty of carriers to provide 

rates, but it provides no penalty for non-performance art throueh 
except to authorize the Commission to require joint through duty 
and subject the carrier to liability by way of reparation for rates 
ages caused by its failure to provide reasonable joint thra™ 
rates. ... ough 
Under the Supreme Court’s decision the penalty for fajjyr 
have on file proportioral rate to and from the boundary line applicahe 
to through shipments is the assumption of liability in full for de le 
ages caused by an unreasonable joint through rate. _ 

If the United States carriers join with the Canadian Carriers 
in maintaining joint through rates under through bills of lading 
which arrangement is highly advantageous to the carriers ang tie 
shipper, it certainly is not unfair to hold them liable for any qa, : 
age to the shipper caused thereby, and leave them to share the 
damage with their Canadian connections as the carriers may oe 

It is inconceivable that the Supreme Court could have decided 
the question before it in any way other than that in which it gig 
decide it. Any other decision would of necessity dispossess the | 
C. C. from jurisdiction over the transportation taking place within 
the United States, which jurisdiction is specifically conferreq jp 
the act. A different decision would have taken. from shippers and 
receivers in the United States the protection which the act gives to jj 
patrons of the United States roads. A different decision would haye 
opened the door for rebates and resultant unjust discrimination anq 
undue preference and prejudice. 

The words used by the Supreme Court in explaining its decision 
should not be taken more seriously than the words employed in the 
statute in analogous connections. This is especially so when the in- 
terpretations that have been placed upon the statute are of long 
a and are well known to the Congress before the act was 
amended. 


The Southern Pacific Company answers in the affirmative 
the question with respect to the Commission sanctioning joint 
international rates between points in the United States and 
points in Canada. It says that in its judgment the decision of 
the Supreme Court in the News Syndicate case does not affect 
existing practices in publication of joint through rates on 
traffic between points in the United States and points in 
Canada. 

“There is no criticism of the maintenance of joint through 
rates between points in the United States and points in Canada 
contained in this decision,” says the Southern Pacific. 

In view of the decision in the News Syndicate case, says 
the company, local or export or import rates should be pub- 
lished between international boundary points and points in the 
United States. 

“If local or import or export rates, as the case may be, are 
published on moving traffic between international boundary 
points and points within the United States,” it says, “the rail- 
roads in the United States will have complied with the Jaw as 
construed in this decision and with the duty imposed by law 
therein stated. If the Canadian lines have similar publications 
enabling the shipper to use combination of rates on the inter- 
national boundary point and the joint through rates are con- 
tinued, the shipper at his option may elect to use either one 
or the other.” 

If joint through rates between points in the United States 
and points in Canada or Mexico be discontinued, says the 
Southern Pacific, considerable inconvenience will result to the 
public and shippers, even though there existed a combination 
of locals to and from such international boundary points and 
points in the United States and Canada or Mexico, respectively. 


RATES ON HOGS 


Testimony at the hearing in docket 20911, Allied Packers, 
Inc., and others against the B. & O. and others, at Chicago, 
September 14, before Examiner Johnston, had to do with the 
lawfulness of rates on hogs, in single and double deck cars, 
shipped from points in Nebraska and South Dakota to Buffalo, 
New York, Detroit and Wheeling, W. Va., between March 15, 
1924, and November 15, 1925. 

The rates assessed were full combinations of the local rates 
breaking on Chicago. It was the contention of the complainant 
that they should have been made in accordance with combination 
rule 228 of tariff U. S. I. C. C. 1, which would have resulted in 
rates from 6 to 7% cents less on double-deck cars and from 6% 
to 8% cents less on single-deck cars. It was explained that 
the western factors of the rates were specifically excepted from 
application in connection with the combination rule, but that 
the rule did apply in connection with the eastern factors. 
Mr. Norris took the position that, in the so-called Sligo rule, 
the Commission had established the principle that, where one 
factor of a rate was subject to a combination rule, the rate 
should be made by its use, regardless of whether the other fac- 
tor was specifically excepted or not. 

H. L. Baird, assistant general freight agent, Nickel Plate, 
explained that the rule in question had been published to avoid 
making duplicate advances in rates, at the time of revision in 
compliance with the Commission’s order in docket 12268. Simul- 
taneously with the publication of the rule; he said, the westert 
factors of the rates involved were reduced and were excepted 
from use in conjunction with the rule. The Commission’s de 
cisions in such .cases as the Standard Oil Company against the 
A. T. & S. F., 113 I. C. C. 597, McCloud River Lumber Company 
against the Director-General and others, were relied on to jus 
the legality of the full local rates charged. He said the rates 
charged were approximately the same as would have ben charged 
had not the western factors been reduced and the rule applied. 
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CONTROL OF WHEELING 


That the Baltimore & Ohio and the New York Central should 
be required to divest themselves of ownership of Wheeling & 
Lake Erie stock, but that the Nickel Plate is in a different 
situation with reference to the Wheeling is the conclusion 
reached by Thomas P. Healy and William H. Bonneville, as 
counsel for the Commission, in their brief in No. 21012, and the 
two sub-numbers thereunder, Interstate Commerce Commission 
ys. Baltimore & Ohio, New York Central, and New York, Chi- 
cago & St. Louis, the Clayton act proceeding in which respond- 
ents have been ordered to show cause why they should not be 
required to divest themselves of all interest in the capital stock 
of the Wheeling. s 

Counsel for the Commission find in their brief that the 
effect of the acquisition of stock of the Wheeling by the Balti- 
more & Ohio and by the New York Central may be substantially 
to lessen competition and to restrain commerce, in violation 
of section 7 of the Clayton act, and recommend that an order 
pe issued requiring those roads to divest themselves of the 
Wheeling stock. 

As to the Nickel Plate, counsel say it seems very doubtful 
if the effect of the acquisition of the stock of the Wheeling 
by the Nickel Plate may result in a substantial lessening of 
competition between the Wheeling and the Nickel Plate. They 
have no doubt, however, as to the acquisitions by the Baltimore 
& Ohio and the New York Central coming “squarely within the 
provisions of the act.” 

Counsel for the Commission say that since the early part 
of 1926 each of the respondents has owned and still owns, in 
its own right, approximately 17 per cent of the capital stock 
of the Wheeling. They say respondents have owned 51 per 
cent of the stock of the Wheeling and have been represented 
by 12 of the 15 members of the board of directors since May, 
1926, and that they have control of the Wheeling. 

“Their showing,” say counsel, “in the record that compe- 
tition of the Wheeling & Lake Erie has not been lessened since 
they gained control does not relieve them of the inhibitions of 
the Clayton act, nor indicate what may happen in the future. 
It is to be expected that these respondents would be prudent 
enough to exercise their control in a manner which would put 
them in the best light during the pendency of these proceedings. 
Their officers have testified that they will not stifle or interfere 
with the traffic of the Wheeling & Lake Erie nor lessen its 
competitive situation. However, the future is uncertain, and, so 
far as possible, the law has not left such mafters to the inten- 
tions of men. Experience has shown that power in the hands 
of men will be abused, and, as stated by the Commission in 
Unification of Southwestern Lines, 124 I. C. C. 401, 489: ‘How- 
ever worthy of trust the persons now seeking to acquire this 
control may be, their successors may not be so worthy.’ ” 

The purpose of the Clayton act, say counsel for the Com- 
mission, is to prevent rather than cure. Under the Sherman 
act, they say, monopolies are declared unlawful and may be 
dissolved after competition has been eliminated and the injury 
and damage have been done, but that the Clayton act prevents 
monopolization and aims to maintain competition. 

“With practically 50 per cent of the Wheeling & Lake Erie 
traffic competitive with the Baltimore & Ohio, and approximately 
30 per cent competitive with the New York Central,” they say, 
“the competitive traffic between the Wheeling and each of those 
two carriers is more than sufficient to bring it within the pur- 
view of the Clayton act.” 

Of the three respondents, continue counsel, the Nickel Plate 
undoubtedly is in the most favorable situation from the geo- 
graphical and traffic standpoints, and that the relatively small 
percentage of 13 per cent of the Wheeling traffic that is com- 
petitive with the Nickel Plate by a one-line haul is due to the 
geographical locations of those two lines, “which makes them 
complementary and supplementary to each other rather than 
competitive.” 


_ Counsel say that with the broad knowledge that the Com- 
mission has gained through years of experience concerning the 
effect of intercorporate stock holdings by carriers and with the 
benefit of the Supreme Court decisions in Northern Securities 
case, and other cases wherein the court found monopolies, re- 
straint of commerce and competition eliminated, it is respect- 
fully submitted that the Commission should find as heretofore 
indicated with respect to the Baltimore & Ohio and the New 
York Central. 

The Pittsburgh & West Virginia Railway Company has filed 
a brief with the Commission in support of the complaints in 
No. 21012. It contends that under the facts and the law, the 
conclusion seems “unescapable that, in acquiring, through con- 
certed action, a majority of the capital stock of the Wheeling, 
involved in which was the acquisition of 97 per cent of the 
Prior lien stock, which elects a majority of the board of directors, 
and in proceeding to exercise their rights to vote said stock, 
the respondents came squarely within the inhibitions of section 
7 of the Clayton act.” 

“The respondents are corporations engaged in commerce,” 
continues the P. & W. V. “They have directly acquired a ma- 
jority of the stock of the Wheeling, which is another corpora- 
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tion engaged in commerce and which is in competition with 
each and all of said respondents. There is not only testimony 
of record that the probable effect of such acquisition of stock 
will be the substantial lessening of competition between the 
Wheeling and the respondents, but we submit that common 
sense indicates the extreme probability of such lessening of 
competition and the restraining of commerce in all sections and 
communities served by the Wheeling; and it is no answer for 
the respondents to say that, up to this time, neither one of 
them has exercised this power potentially possessed by them. 

“If the public is to be subjected to the chance that com- 
petition will be so affected, when human nature indicates a 
strong probability that respondents acquired the control of the 
Wheeling because it was to their advantage to acquire it, re- 
gardless of how any public or private interest would be affected 
by the exercise of such control, then the Clayton act serves 
no purpose. The Sherman anti-trust law would take care of 
the situation. We submit, however, that the Clayton act is 
preventive, not curative, medicine, to be administered promptly 
and effectively in cases of this kind where control is sought 
through acquisition of stock, in order that the condition may 
not arise where the Sherman anti-trust law will be called into 
play to put an end to such illegal practice through dissolution 
and punishment.” 

The P. & W. V. asks that the Commission, upon finding 
that the respondents have violated section 7 of the Clayton act, 
require them to dispose effectually of their holdings of Wheeling 
stock, that the offices of those directors of the Wheeling chosen 
by the votes of such stock be declared vacant and that the 
disposition of the Wheeling stock now owned by the respond- 
ents be supervised by the Commission, to the end that the law 
may not be circumvented. 

The Baltimore & Ohio, in its brief, contends that section 7 
of the Clayton act does not function nor may it be used to cor- 
rect a supposed violation of a provision in the transportation 
act and that the section does not forbid the mere acquisition of 
the shares of stock. 

“No presumption may be indulged, merely from the fact of 
stock acquisition, that substantial lessening of competition or 
restraint of commerce in any section or community will result,” 
it says. 

“No lessening of competition or restraint of commerce has 
been shown as a result of the stock purchase. 


“Competition between the Wheeling & Lake Erie and the 
Baltimore & Ohio has increased sinc? the vurchase of the shares 
of the capital stock of the former by the latter. 

“No intent to lessen competition or restrain commerce has 
been shown. 

“No circumstances have been disclosed to warrant a finding 
that the effect of the stock purchase may be to suppress com- 
petition or restrain commerce.” 

The Baltimore & Ohio says if this be the correct view of 
the case made by the record in the proceeding, as it thinks it is, 
then the situation presented under the complaint of the Com- 
mission is no more accurately characterized than by applying 
to it one sentence from the opinion of the court in Baran vs. 
Goodyear Tire & Rubber Co., 256 Fed. 571: 

More than mere sweeping conclusions in the language of 
the statute should be alleged to subject parties to trial. 

The Baltimore & Ohio says the complaint charges nothing 
more than “mere sweeping conclusions in the language of the 
statute,” and the record does not supply the infirmity in the 
complaint. It says there is no basis for an order and that the 
complaint should be dismissed. 

“If that disopsition be made of the complaint, it by no means 
follows that the Commission is powerless or even prejudiced in 
the future,” it says. “The Clayton act will, nevertheless, re- 
main unimpaired and an effective remedy if those conditions 
should arise hereafter which it was intended to prevent, but 
which are not present today.” 

“There is no evidence that the Nickel Plate ever intended 
or now intends to lessen competition or restrain commerce,” 
says the New York, Chicago & St. Louis in its brief. “On the 
contrary, the uncontroverted evidence is that it never had and 
has not now any such intent.” 

The Nickel Plate says the Commission should grant the 
Nickel Plate’s preliminary motion and dismiss the complaint 
for insufficiency, but if that is not done, that the Commission 
should find that the acquisition of Wheeling stock complained 
of was not in violation of section 7 of the Clayton act and 
dismiss the complaints. 

Formulation of the plan contemplating four system in the 
east led the Nickel Plate to acquire the Wheeling stock, accord- 
ing to the brief. It is pointed out that the Wheeling & Lake 
Erie was grouped with the Nickel Plate in the Commission’s 
tentative consolidation plan. 


Under the four-system plan, it is pointed out, the Baltimore 
& Ohio, the New York Central and the Nickel Plate would each 
have one-third of the Wheeling’s stock. 

“The Nickel Plate joined with the Baltimore & Ohio and the 
Central in recommending the adoption of this plan to the 
Commission and is, therefore, committed to it as a matter of 











good faith,” says the brief. “Formal submission to the Commis- 
sion is contemplated.” 

The New York Central contends in its brief that its acqui- 
sition of 17 per cent of the capital stock of the Wheeling was 
not and its continued ownership is not in violation of section 
7 of the Clayton act. 

The New York Central submits that the relations between 
the New York Central system and the Wheeling are and for 
a long time have been chiefly complementary rather than com- 
petitive; that the New York Central has pursued a very liberal 
policy in dealing with the Wheeling; that much of the competi- 
tion which now exists between the two companies has been 
created by the voluntary action of the New York Central system 
in short-hauling itself and in granting very valuable trackage 
rights; that there is nothing in the history of the relations of 
the two companies indicating any disposition or intention on 
the part of the New York Central system to suppress or in any 
way lessen the competitive activities of the Wheeling; that 
there is no disposition or intention to do so now or in the future; 
that with the incentive afforded by a large investment in the 
Wheeling, the New York Central may be expected to do what- 
ever it can to increase the business and promote the prosperity 
of the Wheeling and that competitive relationships existing 
between the Wheeling, the New York Central, the Nickel Plate, 
the Baltimore & Ohio, the Pennsylvania and the Erie ‘are such 
as to make it manifestly absurd and preposterous to assume 
that the New York Central system can conceive it to be to the 
financial interest of that system to undertake a policy of sup- 
pression of Wheeling competition, even assuming, another mani- 
fest absurdity, that it could secure cooperation in such a policy 
of the other carriers involved.” 


RAIL REVENUES AND EXPENSES 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I railroads, for July and the 
seven months ended with July, for the United States as a whole, 



















































































tIncludes $3,539,372 sleeping and parlor car surcharge. 
tIncludes $22,826,098 sleeping and parlor car surcharge. 


*Includes Big sleeping and parlor car surcharge. 
§Includes $23,260,021 sleeping and parlor car surcharge. 





PACIFIC CAR DEMURRAGE 

The report of the Pacific Car Demurrage Bureau for July, 
1928, shows 22,171 cars held overtime—a percentage of 06.82— 
as against 23,148 cars—a percentage of 08.10—for July, 1927. 
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follow: 
1928 1927 
Average number of miles operated....... 240,425.22 239,197.35 
Revenues: 
NE 5b0:64:0. 0000004056 cb wE0 Dee OHOeOaE $ 381,575.545 $ 370,111,540 
IND iiwraceidawinre Gide Glo Aiéabin'e we ba emer - %82,721,508 191,657,187 
DE act ACDeGe We adeeseaae te eqnlaedeeem 7,958,093 7,706,780 
CN, Site ceind shaw ds 0s0bs6s onee.nees 10,410,142 9,979,895 
All other transportation.............. 17,868,863 17,559,077 
Incidental ...... Se Serene 11,643,221 11,960,639 
SONG TROOP ec cccccsccccocccceece 1,174,895 1,137,205 . 
Joint facility—Dr............ ere 393,814 431,512 
Railway operating revenues..... ° 512,953,453 509,680,811 
Expenses: 
Maintenance of way and structures.. 77,458,009 79,583,733 
Maintenance of equipment............ 95,854,177 100,385,228 
EEE onccc. LODEARTERORT Ee eh EdOeES 10,834,105 10,406,530 
UII. 6.96.6.4.4:s.6:000000006080000 171,566,973 174,315,601 
Miscellaneous operations ............ 5,057,706 4,993,188 
aS errr 16,079,316 15,865,514 
Transportation for investment—Cr... 1,360,387 1,637,887 
Railway operating expenses...... 375,489,899 383,911,907 
Net revenue from railway operations.... 137,463,554 125,768,904 
Railway tax accruals........... paaeieaaia.<- 32,592,569 31,208,319 
Uncollectible railway revenues............ 83,192 110,697 
Railway operating income........ 104,787,793 94,349,888 
Equipment rents—Dr. balance............ 7,494,562 7,201,220 
Joint facility rent—Dr. balance.......... 2,066,952 2,009,696 
Net railway operating income.... 95,226,279 85,138,972 
Ratio of expenses to revenues (per cent) 73.20 75.32 
. SEVEN MONTHS 
Average number of miles operated....... 239,994.28 238,966.27 
Revenues: 
I 5s ne 6 naib oie oA a OSa pe oe eN $2,570,240,500 $2,634,135,884 
CE: <cnntcendees Hepes sd eaereeeds $524,188,993 §570,494,198 
ee rere rec re 55,438,467 54,837,716 
OTT Cree b8evemes 77,490,527 76,822,497 
All other transportation.............. 118,037,707 119,688,795 
Caren nee Csbensccsosecveeee ° 69,229,977 73,545,021 
Pe UU Se. ee ee ° 7,820,189 8,056,627 
Joint facility—Dr............. cnueeon . 2,636,540 2,950,587 
Railway operating revenues..... - 3,419,809,820 3,534,630,151 
Expenses: 
Maintenance of way and structures.. 485,864,193 505,513,620 
Maintenance of equipment............ 682,334,244 722,176,510 
_ Sasi e ee reer ee 73,491,694 70,619,973 
TEMOTURGIOR ccccccvcccccccosesccees 1,202,777,721 1,259,871,420 
Miscellaneous operations ............ 32,321,471 32,496,942 
COOMOTEL ciccocciceces Misti bohewiesneows 113,022,989 112,170,109 
Transportation for investment—Cr... 8,656,666 8,405,811 
Railway operating expenses...... 2,581,155,646 2,694,442,763 
Net revenue from railway operations.... 838,654,174 840,187,388 
Railway tax accruals............-sees. -. 214,465,224 216,682,203 
Uncollectible railway revenues....... ‘ 766,181 895,252 
Railway operating income... “ 623,422,769 622,609,933 
Bquipment rents—Dr. balance............ 52,037,809 49,908,146 
Joint facility rent—Dr. balance..... suede 14,133,518 14,534,807 
Net railway operating income.... 557,251,442 558,166,980 
Ratio of expenses to revenues (per cent) 75.48 76.23 
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REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended September , 
totaled 991,042 cars, according to the car service division of 
the American Railway Association. This was a decrease of 
125,906 cars below the preceding week, due to the observane 
of the Labor Day holiday, decreases being reported in the total 
loading of all commodities except grain and grain Products 
live stock and coke, which showed slight increases. The total 
for the week ended September 8 was an increase, however, of 
1,248 cars over the same week in 1927, but a decrease of 33.956 
cars below the corresponding week two years ago. ~ 

Revenue freight loading by districts the week endeq Sep. 
tember 8 and for the corresponding period of 1927 was reported 
as follows: 


Eastern district: Grain and grain products, 5,931 and 6,589: |i; 
stock, 2,518 and 2,795; coal, 33,855 and 35,235; coke, 2,008 and 2,372: for- 
est products, 3,875 and 4,513; ore, 4,289 and 4,420; merchandise, L. ©. | 
61,497 and 59,745; miscellaneous, 99,495 and 93,592; total, 1928, 213 4¢¢ 
1927, 209,261; 1926, 222,974. sae 

Allegheny district: Grain and grain products, 2,786 and 3,108: liye 
stock, 2,207 and 2,669; coal, 35,401 and 38,401; coke, 5,182 and 4,572 
forest products, 2,857 and 2,989; ore, 11,444 and 10,801; merchandise. 
L. C. L., 49,297 and 52,259; miscellaneous, 84,880 and 84,640; total’ 
1928, 194,054; 1927, 199,439; 1926, 208,532. ’ 

Pocahontas district: Grain and grain products, 193 and 281: live 
stock, 283 and 276; coal, 39,899 and 45,380; coke, 353 and 393; forest 
products, 1,387 and 1,749; ore, 103 and 63; merchandise, L. C. L., 6,58} 
and 7,080; miscellaneous, 6,134 and 6,092; total, 1928, 54,933; 1997 
61,264; 1926, 58,451. : 

Southern district: Grain and grain products, 3,396 and 3,645; live 
stock, 1,901 and 1,927; coal, 23,686 and 25,867; coke, 490 and 598; forest 
products, 17,412 and 20,672; ore, 982 and 1,144; merchandise, L. C. L,, 
37,148 and 38,969; miscellaneous, 46,241 and 55,495; total, 1928, 131,25: 
1927, 148,317; 1926, 148,707. 

Northwestern district: Grain and grain products, 26,339 and 25,899: 
live stock, 7,113 and 7,580; coal, 6,624 and 6,225; coke, 1,339 and 1,325: 
forest products, 14,123 and 14,664; ore, 39,810 and 33,897; merchandise, 
L. C. L., 30,385 and 30,260; miscellaneous, 42,335 and 39,193; total, 1928, 
168,068; 1927, 159,043; 1926, 162,153. 

Central western district: Grain and grain products, 13,782 and 
13,379; live stock, 11,130 and 10,428; coal, 11,927 and 8,387; coke, 302 
and 281; forest products, 10,277 and 9,595; ore, 3,474 and 3,413; mer- 
chandise, L. C. L., 30,773 and 30,461; miscellaneous, 66,468 and 59,713; 
total, 1928, 148,133; 1927, 135,657; 1926, 147,503. aye 

Southwestern district: Grain and grain products, 5,445 and 4,802: 
live stock, 3,767 and 3,225; coal, 5,001 and 4,390; coke, 168 and 165: 
forest products, 8,458 and 8,357; ore, 471 and 402; merchandise, L. C. L., 
15.185 and 15,946; miscellaneous, 42,685 and 39,531; total, 1928, 81,130; 
1927, 76,818; 1926, 76,678. 

Total, all roads: Grain and grain products, 57,872 and_ 57,653: 
live stock, 28,919 and 28,900; coal, 156,393 and 163,885; coke, 9,842 and 
9,706; forest products, 58,389 and 62,539; ore, 60,573 and 54,140; mer- 
chandise, L.. C. L., 230,816 and 234,720; miscellaneous, 388,238 and 
378,256; total, 1928, 991,042; 1927, 989,799; 1926, 1,024,998. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 








1928 1927 1926 

Four weeks in January ........ 3,447,723 3,756,660 3,686,696 
Four weeks in February 3,589,694 3,801,918 3,677,332 
Five weeks in March....... .. 4,752,031 4,982,547 4,805,700 
Four weeks in April .- 3,738,295 3,875,589 3,862,703 
Four weeks in May ..... ..- 4,006,058 4,108,472 4,145,820 
Five weeks in June..... .. 4,923,304 4,995,854 5,154,981 
Four weeks in July........ -. 3,942,931 3,913,761 4,148,118 
Four weeks in August...... .. 4,230,809 4,249,846 4,388,118 
Week ended September 1 1,116,948 1,117,360 1,143,448 
Week ended September 8....... 991,042 989,799 1,024,998 

TEE. Ki wdiwaleaencumscenaaweas 34,738,835 35,791,806 36,037,914 


VOLUME OF TRAFFIC, ETC. 


The volume of freight traffic handled by Class I railroads 
in July amounted to 39,196,482,000 net ton-miles, according to 
the Bureau of Railway Economics, which says: 


This was an increase of 827,221,000 net ton-miles or 2.2% over 
July, 1927, but a decrease of 2,520,769,000 net ton-miles or 6 per cent 
under the same month in 1926. 

In the Eastern district there was a decrease of 1.2 per cent 
in July, 1928, compared with the same month last year, in the volume 
of freight traffic, while the Southern district reported a decrease of 
7.8 ai cent. The Western district reported an increase of 10.7 per 
cent. 

For the first seven months in 1928 the volume of freight handled 
by the Class I railroads amounting to 263,032.398 net ton-miles. 
This was a decrease of 9,358,890,000 net ton-miles or 3.4 per cent 
below the corresponding period last year and a decrease of 5,817,571,000 
net ton-miles or 2.2 per cent below the same period in 1926. 

Railroads in the Eastern district for the seven months’ period 
this year reported a decrease of 7.2 per cent in the volume of traffic 
compared with the same ) gonna in 1927, while the Southern district 
reported a decrease of 8.4 per cent. The Western district reported 
an increase of 4.2 per cent. 

The average daily movement per freight car in July was 30.4 
miles, an increase of 1.3 miles above the daily average for the same 
month last year. 

This was, however, a decrease of one-tenth of a mile compared 
with the daily average for July, 1926. 

The daily average movement for the first seven months in 1928 
was 30 miles, which was an increase of two-tenths of one mile 
above the same period last year and an increase of seven-tenths 
of one mile above the same period in 1926. 

In computing the average movement per day, account is taken 


, of all freight cars in service, including cars in transit, cars in process 


of being loaded and unloaded, cars undergoing or awaiting repairs 
= also cars on side tracks for which no load is immediately avail- 
able. 

The average load per car in July was 26.6 tons, including less than 
carload lot freight as well as carload lot freight. This was a de- 
crease of four-tenths of a ton under the same month last year and 
one ton below July, 1926, 
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‘THE EAGLE” is one of the fleet of 61 
named Pennsylvania freight trains that 
have set remarkable records for regular- 
ity and dependability of on time arrival 


A High Flyer with a Sharp Eye 


on its Schedule - - » 


HE way of the eagle is to wheel 
throughspacein swift and endur- 
ing flight. And when he pauses to 
rest he invariably chooses the high 
places of the world, the summit of 
some lofty mountain or the topmost 
branch of a gigantic tree. 
“The Eagle” of the Pennsylvania, 
a big freight train that runs from 
Cleveland to the Atlantic Seaboard, 
is as much a seeker of the lofty places 
as the eagle of the air. For it enjoys 
a high standing in the fleet of trains 
knownas the “Limiteds of the Freight 
Service” by reason of its reliable and 
sustained on time performances. 
Regularly each night “The Eagle” 
takes off from Cleveland and wings 
its way toward the Eastern Seaboard 
Cities. During these runs “The 
Eagle” keeps a sharp eye on its sched- 
ule in order that no valuable mo- 


ments are lost in bringing in its 
highly important cargoes of general 
merchandise. 


Here are three other named 
Pennsylvania freight trains 
whose regular on time ar- 
rivals have earned them dis- 
tinctive names: 





“THE MERCURY’”’ 


Merchandise 
Chicago to Seaboard Cities 


“THE BULL DOG” 
Merchandise 
Akron to Seaboard Cities 


“THE TRAILBLAZER”’ 
Merchandise 
St. Louis to Pittsburgh 











For these cargoes are entrusted to 
“The Eagle” because over a long 
period of time it has proven its abil- 
ity to get the merchandise to con- 
signees promptly on schedule. 


“The Eagle” comes East by way 
of Alliance, O., Pitcairn, Pa., and 
Harrisburg, Pa. At these and other 
points along the line of flight, the 
train receives the same careful at- 
tention that is accorded all through 
Pennsylvania freights. 


Due to the cooperation of the men 
along the route and the efficient 
working of its train crews, “The 
Eagle” has hung up an enviable 
record of on time performance. And 
shippers of freight from Cleveland to 
the Seaboard have come to know 
this train as one of the most reliable 
and dependable freight carriers in 
the Pennsylvania service. 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 











Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 


ublished by West Publishing Co., St. Paul, Minn. 


System, 
opyright, 1928, by West Publishing Co.) 


REGULATION OF COMMON CARRIER 


(Circuit Court of Appeals, Third Circuit.) Whether seller 
of coal, directing mining company’s foreman to make shipment, 
was consignor, held a question for the jury, in railroad com- 
pany’s suit against him for freight charges.—Central R. Co. 
of New Jersey vs. H. H. Lineaweaver Co., 27 Fed. Rep. (2d) 25. 


fe 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publish = Ries St. Paul, Minn. 
Copyright, 1928, by West Pu 


lishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Municipal Court of City of New York, Borough of Man- 
hattan, Ninth District.) Rights and liabilities of carrier, liable 
as initial carrier under interstate commerce act, are determined 
by terms of bill of lading, filed classification and tariffs, and 
provisions of act as interpreted by United States Supreme Court. 
—aAronstein vs. New York Cent. R. Co., 280 N. Y. Sup. 298. 

Where bill of lading recited that agreed value of property 
igs stated by shipper not to exceed $125 per 100 pounds, unless 
lower than actual value is represented by shipper, and freight 
charges are paid by consignee by applying first class rate per 
100 pounds to gross weight, which applied where value did not 
exceed $125. per 100 pounds, parties mutually understood that 
bales contained rugs of average value per hundredweight of $125, 
and shipper accepted for consignee low freight rate, and in con- 
sideration therefor agreed on such valuation as means of ar- 
riving at gross valuation.—Ibid. 

Where first class rate was paid on shipment of three rugs, 
totaling 163 pounds in weight, under contract reciting that agreed 
or declared value is $125 per 100 pounds, and under schedules 
providing that first class rate shall apply where value does not 
exceed $125 per 100 pounds, declared or released value was $125 
for 100 pounds, and an additional $125 for an additional 100 
pounds or fraction thereof, or $250.—Ibid. 

Under interstate commerce act, sec. 20, par. 11 (49 USCA, 
sec. 20, par. 11; U. S. Comp. St., sec. 8604a), where freight 
charges paid by consignee on shipment of rugs corresponded 
to declared or released value of $250, and there was no lower 
rate offered or obtainable corresponding to limitation claimed 
by carrier, parties could not lawfully contract for lower limita- 
tion without reduction in rate.—Ibid. 

Common carrier, filing its schedule or tariffs fixing charges 
corresponding to specified maximum of liability, may not claim 
declared or released value to be less than such sum, without 
estaBlishing separate and lower rate to correspond.—lIbid. 

Where contract of carriage did not provide for computation 
or proportioning of damages, and agreement of carriage pro- 
vided that value of property was not to exceed $125 per 100 
pounds, and that, where lower than actual value has been de- 
clared, lower value, plus freight charges, should be maximum 
amount recoverable, carrier to prevent recovery of actual damage 
to shipment up to amount declared would have been required 
to establish lower freight rate corresponding to limitation sought 
to be enforced.—lIbid. 

Under interstate commerce act, sec. 20, par. 11 (49 USCA, 
sec. 20, par. 11; U. S. Comp. St., sec. 8604a), valuation fixed in 
bill of lading is intended to limit extent of carrier’s liability, 
and damages are ascertained in usual way, and carrier is re- 
quired to pay damages up to fixed valuation.—Ibid. 

Under interstate commerce act, sec. 20, par. 11 (49 USCA, 
sec. 20, par. 11; U. S. Comp. St., sec. 8604a), difference between 
market value of goods at destination in condition in which they 
were shipped and market value in condition in which they were 
delivered by carrier to consignee is proper measure of actual 
damage by carrier to goods, but not to exceed limitation of 
liability of carrier stipulated in contract of carriage.—lIbid. 

Where schedule of tariffs filed by common carrier made no 
provision for reduced rate corresponding to limitation of lia- 
bility claimed by carrier, carrier could not claim liability was 
limited to that proportion of actual damages to property as 
declared value bears ‘to actual value of property undamaged, 
which would permit;¢xemption ‘from results of own negligence 
without giving shipper choice of rates.—Ibid. 

(Supreme Court of Florida, Division B.) Prior to the 
amendment of July, 3,:1926, to the federal transportation act (49 
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USCA, sec. 20 (11)), that statute did not impose upon th 
initial carrier liability for loss, damage, or injury to interstate 
shipments after they are reconsigned and are in transit to Doints 
beyond the destination stated in the bill of lading issued by th 
initial carrier, where the bill of lading does not provide for 
reconsignment, and thére is no fault of the initial carrjer thet 
proximately contributed to the injury sustained.—Gentile Bros 
Co. vs. Atlantic Coast Line R. Co., 117 So. Rep. 890. : 

The mere fact that a shipper’s order for a reconsignment 
of a shipment is transmitted to the terminal carrier through the 
initial carrier does not render the latter liable for loss, damage 
or injury to the shipment after the reconsignment from the 
original destination, the initial carrier not being at fault in 
transmitting the order of reconsignment, or otherwise contrib. 
uting to the injuries sustained.—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Court of Civil Appeals of Texas, Austin.) As against a 
general demurrer, every intendment in favor of the sufficiency 
of the petition must be indulged.—Parish et al. vs. Western 
Union Telegraph Co., 8 S. W. Rep. (2d) 544. 


Recovery can be had for mental suffering as an element 
of actual damages, without physical injury or pecuniary loss 
for failure to deliver telegram announcing mother’s death —Ibid. 


Rule that there can be no recovery for apprehension, anxi- 
ety, or suspense over a mistaken belief, or concerning something 
that did not happen, held to have no application, in action for non. 
delivery of a telegram announcing death of plaintiff’s mother 
where, she, being informed that there was a telegram for her. 
called at telegraph company’s office and was there told that 
there was no message, and she, knowing that her mother was 
sick, spent a night of anxiety and apprehension about her mother, 
and the next morning telegraphed her brother, and was informed 
that he had departed with their mother’s body for burial; her 
inquiry disclosing the fact that her apprehensions of the night 
before were well founded.—Ibid. 


Addressee after discovering telegraph company’s negligence 
in delivery of telegram was under duty to use ordinary care 
to render the injury as light as possible, if it could be done at 
a reasonable expense.—Ibid. 


; Whether or not addressee used the required ordinary care 
in a given situation to lessen the injury from negligence in 
delivery of a telegram is a question of fact for determination. of 
the court or jury.—Ibid. 


- Any failure of addressee to use ordinary care to lessen the 
injury from negligence in delivery of telegram is a matter of 
defense to be set up by the company.—Ibid. 


If by its negligence in delivery of telegram, telegraph com- 
pany created a condition or dilemma, to escape from which 
addressee must choose one of two courses open to her, either 
to remain away from her mother’s funeral, or have the funeral 
delayed, thus causing inconvenience, discomfort, and anguish 
to other members of the family, either of which would cause 
her anguish and suffering which she would not have encountered 
but for the company’s negligence, she is entitled to recover such 
damages, if any, as she may have suffered.—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, Tse mony by West nag = hee St. Paul, Minn. 
opyright, 1928, by West Publishing Co.) 





(Circuit Court of Appeals, Second Circuit.) Where contract 
required goods to be shipped from Japan during June, July, or 
August, buyer was entitled to reject shipment not made until 
September 3, notwithstanding bill of lading was dated August 
30, and notwithstanding contract provision that date of bill of 
lading should be final as to date of shipment.—Olivier Straw 
os Corporation vs. Osaka Shosen Kaisha, 27 Fed. Rep. (2d) 
129. ; 

Indorsee of bill of lading is presumptively the owner of 
goods shipped.—Ibid. 

Where sales contract required goods to be shipped during 
June, July, or August, and where seller on August 30 obtained 
“on board” bill of lading, though shipment was not expected 
to arrive for cargo until September 2, and where goods were 
destroyed or stolen in carrier’s warehouse before shipment, held, 
carrier was estopped to deny that it had received the shipment 
on board, when asked by buyer for loss resulting from accept- 
ance of draft in reliance on bill of lading.—Ibid. 

The master of a vessel has no apparent authority to sign 
bills of lading when he»has not possession of the goods, which 
doctrine also applies to railroad freight agents.—lIbid. 

When a carrier has given a clean bill of lading, stating that 
cargo has been received in good order, though it was at the 
time manifestly damaged, the courts will hold that it is estopped 
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Southern Qhio 
“The Speed PUBLIC SERVICE 


of Express Company 
at the Cost 
of Freight’’ 


2 to 15 times 
FASTER SERVICE 


Between 


NEWARK = ZANESVILLE 


(OHIO) (OHIO) 


and the 5000 Miles of 
Electric Railway Territory 


OHIO - IND.- MICH. 


NO WAITING IN THE YARDS 
SWITCHING DELAYS 


May we send you a copy of our “Buyers’ 
and Shippers’ Guide” which contains 
valuable information regarding 
the scope of our service? 


SOUTHERN OHIO 
PUBLIC SERVICE CO. 


LLYLE E. BLAND 
Director of Public Relations 


Richards Building Zanesville, Ohio 
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SAILINGS 








between 
She 
Port of Houston 
and the 





PACIFIC COAST 


a==_=» 
















Luckenback Line Maintains 
2 Sailings a Month 


Gulf Pacific Lines Maintain 
2 Sailings a Month 


















a= 


A total of 4 sailings a month be- 
tween the Pacific Coast assuring 
shippers of prompt service. 


Located, as The Port of Houston 
is, it is the logical point of entry 
and exit for goods consigned to 
or being shipped from points in 
the Great Southwest territory. 


Send TODAY for your 
copy of the 


PORT BOOK 


It’s FREE 





Address 


DIRECTOR OF THE PORT 


5th floor, Courthouse 
HOUSTON - : TEXAS | 
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to deny the truth of the assertion against a purchaser of the 
bill of lading misled. by the representation.—Ibid. 

Where carrier on August 30 issued “on board” bill of lading, 
though vessel was not expected to arrive for cargo till Sep- 
tember 2, and where shipment was destroyed by earthquake 
or stolen in the confusion, following it on September 1, held, 
carrier could not escape liability under provision of bill of 
lading exempting it from liability for loss of goods arising from 
acts of God.—Ibid. 

That buyer may have cause of action against seller obtaining 
an “on board” bill of lading before arrival of vessel to receive 
shipment, does not preclude it from recovering against carrier 
issuing such bill of lading.—Ibid. 

(Circuit Court of Appeals, Ninth Circuit.) Failure of assign- 
ments of ship’s freight attached to bills of lading to express 
consideration or name assignee was not fatal to assignments, 
and delivery of the bills of lading to bank with instructions to 
collect amount of freight due was sufficient assignment.—Layne 
& Bowler Corporation et al. vs. United States Shipping Board 
Emergency Fleet Corporation et al., 27 Fed. Rep. (2d) 39. 

As a general rule, the right to freight is incidental to the 
ownership of the vessel, and the owner is the only person who 
has right to the earnings made by the ship.—Ibid. 

Right to freight as incidental right to vessel is not assign- 
able, except by the owner of the ship.—Ibid. 

United States Shipping Board Emergency Fleet Corporation, 
as mortgagee of vessel in possession of transport company, as 
transferee of buyer and owner of equitable interest therein, held 
not entitled to retain second freight charge collected from con- 
signee on shipment, where freight had already been paid trans- 
port company and assigned in connection with bills of lading, 
in suit under act March 9, 1920 (46 USCA, secs. 741-752; Comp. 
St., secs. 125114-1251144k).—Ibid. 

(Supreme Court, Trial Term, New York County.) . Non- 
compliance by ocean shipper with Rev. St. U. S., sec. 4281 (46 
USCA, sec. 181), providing that owner of vessel shall not be 
liable as carrier if shipper fails to file written notice of true 
character and value of certain shipment, does not relieve ship- 
owner from liability as bailee for hire, but only from liability 
as carrier.—E. Gerli & Co., Inc., vs. Compaignie Generale Trans- 
atlantique (two cases), 230 N. Y. Sup. 282. 


Ocean carrier’s liability in respect to property intrusted to 
his care is that of insurer, and he is liable for loss, irrespective 
of cause, unless occasioned by act of God or public enemy. 
Ibid. 


Ocean carrier, as bailee, is liable for damages resulting from 
his negligence, and non-delivery at port of destination is pre- 
sumptive evidence of bailee’s negligence.—Ibid. 

Clauses limiting liability for loss during transit in bills of 
lading issued by common carrier are valid, if they are reason- 
able and common carrier gives to shipper choice of two rates, 
lower of which is conditioned on agreement to stipulate valua- 
tion of property in case of loss by carrier’s negligence.—Ibid. 

Where bill of lading for ocean transportation limited ship- 
per’s recovery to 1,000 francs per bale of silk in case of loss, 
unless larger value was declared, thus affording shipper choice 
of rates, and value of merchandise was not declared in bill of 
lading, and freight was paid on basis of weight of merchandise, 
not value, clause limiting carrier’s liability was not unreason- 
able per se, nor contrary to public policy.—lIbid. 


Where bills of lading for ocean transportation were made 
in France between French corporation and shipper in France, 
and merchandise was carried on French ship, and contract was 
printed in French language, and freight was paid in French 
francs, reimbursement in case of loss was properly stipulated 
to be paid in French currency.—Ibid. 





FUEL OIL BIDS 
Bids for fuel oil requirements of the Merchant Fleet Cor- 
poration at San Pedro, Calif., for the twelve-month period be- 
ginning November 7, 1928, were opened at San Francisco, Sep- 


tember 14. These requirements are estimated at 1,000,000 bar- 
rels maximum. The bids received are as follows: 
—Price— 
Cargo Bunkers 
and for 
Bunkers Cargo 
for tankers Vessels 
Bidder Bbl. Bbl. 
OS BS Sa eee eee eer ee $1.00 $1.00 
Pen Apserscan Petrotetim Co. ......ccccccsccces -76 .80 
i ree ee arabian Site: 10 Saw w.w Ow wearer -7614 * 7616 
I Ai Detihe 5 ad slneikeaain. + 66.0064 k sch cawweee .70 73% 
NS 55 ors ie, asd ais: 0's 6 SiON Sele ae ave 6% .76 .80 
ne PUPUMNOIIINS QOOUDN. 5.0.6:0.6:0 00.0068 0000s 006088 79 8214 
CO 1 er re re ee ere .80 .85 
NE ee eee er ee 78 +.82 


ee SD, CeO TIE. ORY o..0c cc ccc ccccecsccee 85 

Shell Co. (150,000 bbls. only).,....:.ccccccceees 85 

Shell Co. (alternate bid total requirements 
cargo and bunkers on quality oil not meet- “s 
IMM BHSCITCALIONS) < .cccccsccccccscccsecccce .70 -72% 

*With option to extend contract for additional 12 month period. 

yBarge delivery. 
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INTERCOASTAL CONFERENCE MEETING 


The Traffic World New York Bureoy 


Members of the United States Intercoastal Conference ad 
journed their meeting in New York Tuesday to await a call frop, 
Robert Thackara, chairman of that organization, who igs = 
deavoring to arrange a meeting outside of New York at which 
representatives of not only the conference but NOD-conferenge 
lines will attend. 

A committee was appointed to wait on the heads of the 
Argonaut, Calmar, Dimon, Isthmian, and Panama Mail lines 
the five intercoastal independents, in an effort to get them t 
send representatives to the outside meeting, which probably 
will be held at White Sulphur Springs, W. Va., to take part jy 
the discussions, which, it is hoped, will end with the NOn-cop. 
ference lines entering the fold. 

With one major problem satisfactorily smoothed out anq 
others showing promise of an early settlement, the conference 
members continue optimistic over the future of the intercoasta) 
trade under conference regulation. Until Monday’s meeting, th. 
outlook was dark, due to internal dissension which developed 
at the last minute and threatened to cause the dissolution of 
the organization. 

Another reason behind the optimism was the action on the 
part of the A lines, made up of American-Hawaiian, Dollar, 
Luckenback and Panama-Pacific, turning back into the con. 
ference pool aproximately $1,000,000, representing excess earp. 
ings for the period from August, 1927, to last May. Under the 
working conference agreement this money will be divided among 
the B and C lines of the conference, based on the tonnage lifted 
by the latter. 

The differences between the American-Hawaiian and Dollar 
Lines, which, for a time, was expected to result in the latter 
resigning from the Intercoastal Conference, have apparéntly 
been ironed out, due to the improved condition of the situation 
in the Pacific Westbound Conference, of which Dollar is a 
member. The O. & O. Line, controlled by the American-Ha. 
waiian, has repeatedly refused to join the Pacific Conference, 
but it is now understood to be considering taking the step. This 
is expected to be followed by American-Hawaiian abandoning 
its plan of disregarding the $9 transshipment rate and meeting 
direct north Atlantic Far East rates which were objected to by 
Dollar as a member of the intercoastal group. 

With the threatened resignation of Dollar from the Inter. 
coastal Conference removed, that group is now turning its atten- 
tion to ironing the the problems that led to the Panama-Pacific 
and Transmarine Lines resigning November 1 in an effort to 
keep these two lines in the fold. 

It is understood that the Panama Pacific Line feels that 
all the intercoastal lines should belong to the conference, as 
the presence of outsiders works to the disadvantage of con- 
ference members. In this connection, it is reported that the 
Panama Mail Line, now operating independently, may shortly 
join the conference, inasmuch as it is speeding up its inter- 
coastal service. 


Some doubt was expressed, however, as to whether the 
Isthmian Line, a subsidiary of the United States Steel Corpora- 
tion, the Calmar Line, controlled by the Bethlehem Steel Cor- 
poration, and the Argonaut Line, headed by John J. Farrell, 
son of James A. Farrell, president of the United States Steel 
Corporation, could be induced to join the conference group. 

On the other hand, the Panama Mail Line, which has re- 
cently speeded up its coast-to-coast service by the addition of 
two of the former “Santa” ships of the Grace Line, is believed 
to be in a receptive mood. Daulton Mann, general manager of 
the line, who has just arrived here from the Pacific coast, is 
expected to attend the coming meeting. 


The attitude of the Dimon Line has not yet been indicated. 
The line is now operating six vessels and recently tried to 
purchase another from the Shiping Board. The bid, however, 
was rejected, presumably as a result of the objections recently 
registered by the conference against further sales of Shipping 
Board vessels for operation in competition with conference lines 
which had purchased vessels from the board at much higher 
prices. 


Among those present at the meeting were: W. P. Rudrow 
and V. H. Diehmann, representing the Arrow Line; R. D. Lap 
ham, J. E. Cushing, J. D. Tomlinson and W. S. McPhersot, 
representing the American-Hawaiian; C. H. Callaghan and A. 
P. Hammond, representing the California & Eastern; Henry R. 
Sutpehn and Joseph Scott, representing the Transmarine; Louis 
Luckenback and ©. P. Caldwell, representing the Luckenback 
Line; C. B. Kellogg and E. K. Morse, representing the Munson 
Line; George T. Williams and J. A. Wells, representing the 
Williams Line; G. S. Hinkins, representing the Dollar Line; 
W. H. Hoskier, representing the Panama Pacific; J. F. Schv- 
macher, representing the Quaker Line, and Felix Taylor, re? 
resenting the Nelson Line. 





BOARD SELLS VESSEL 


Sale of the Phoenix Bridge for $20,000 cash to the Poca 
hontas Steamship Co., of New York, was authorized by the 
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ectrified dumpers 


for economy and speed 


These grain-car dumpers are easy to 
operate—and the cost of dumping a car 
is very small as compared with other 
methods. An unloading speed of six or 
more cars per hour is easily maintained, 
and results in rapid turnover of grain, 
with its accompanying savings. 


Three G-E motors furnish the power— 
one for clamping, another for side-tilt- 
ing, and a third for end-tilting. The 
control is magnetic and semi-automatic 
—and it is so interlocked as to insure 
safety to men and equipment. 


The economies effected by G-E Motor- 
ized Power on dumping equipments are 
worth investigating. Your nearest G-E 
office is always ready to supply com- 
plete information. 










Richardson Engineering Co. 
&rain-car unloader in plant of 
Quaker Oats Co.. Cedar 
Rapids. lowa 







Control panel for end- 
clamp, side-tilt, and end- 
tilt motors 






G-E 10-hp. slip-ring ine 
duction motor operating 
side-tilt motion 


otorized Power 
~fitted to every need 
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GENERAL ELECTRIC 


GENERAL ELECTRIC COMPANY, SCHENECTADY, N. Y., SALES OFFICES IN PRINCIPAL CITIES 
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Shipping Board September 18. The contract of sale will specify 
that the vessel be used for storing coal in New York harbor 
and/or converted into a coal barge, but that under no circum- 
stances, in view of the price, will the ship be operated as a 
steamer. The vessel is of 5,095 deadweight tons and is laid up 
in the James River. 


OCEAN AGREEMENTS APPROVED 
The following agreements have been approved by the Ship- 
ping Board: 


An agreement between Cosulich Line, Lloyd Sabaudo and Navi- 
gazazione Generale Italiana. This agreement relates to passenger 
. transportation principally between Italy and the United States and 
Canada, but also covers passenger service by the parties between 
Patras, Lisbon, Gibraltar, Algesiras, Villefranche and Marseille and 
North Ameirca and eastbound traffic to the Azores. It specifies the 
vessels to be operated, the class of accommodations to be furnished 
and the minimum number of sailings per annum to and from _par- 
ticular ports. The net revenue is to be pooled and apportioned be- 
tween the lines quarterly on the basis of nineteen round-trip sailings 
per annum by the vessels of each line in accordance with percentage 
tables (Annex 1 and Annex 2) attached to and made a part of the 
agreement. Net revenue is to be determined by deducting from the 
gross revenue a prescribed amount designated “carrying money’’ to 
be made up of an amount based on the pro rata expense of produc- 
ing the business (including commissions, brokerage and office over- 
head), cost of maintenance of passengers at point of embarkation and 
on board, forwarding, embarkment, transshipment and landing ex- 
penses. Net revenue from sailings in excess of the prescribed mini- 
mum are to be pooled but such excess sailings shall not entitle the 
party performing same to an increased share in the pool. Nor is 
any party to the agreement to receive an amount in excess of the 
maximum earning capacity of its respective vessels. The parties 
undertake not to operate in the trade directly or indirectly, or to be 
interested in, any other vessels than those named in the agreement. 
Issuance of circulars or publications reflecting upon or making adverse 
comparison with any party to the agreement is prohibited, and the 
lines are not to advertise in newspapers systematically attacking any 
party. The agreement is to be administered principally through a 
central committee composed of representatives of each line vested with 
authority to deal with subjects regularly presented for action. This 
committee is to fix the fares to be charged, commissions to be paid, 
adjust sailings, classify accommodations and determine the amount 
of the “‘carrying money;’’ the committee to act by unanimous vote 
and in event of failure of agreement the matter in dispute to be re- 
ferred to arbitration. As a guarantee of faithful performance, each 
of the three parties is to deposit one million lires ($52,370 at current 
rate of exchange). The agreement is to expire on June 30, 1931, and 
if approved by the board prior to September 30, 1928, calculations 
under the plan of the agreement are to date from the first quarter 
beginning July 1, 1928. 4 

An agreement of the American-Hawaiian Steamship Company 
with the Oceanic and Oriental Navigation Company. This agreement 
provides for movement of shipments on through bills of lading from 
Atlantic coast ports of the United States to Oriental ports of call 
of the trans-Pacific carrier or mutually agreed through rates which 
are apportioned equally between the lines, each of which assumes 
one-half of the cost of transfer of shipments at San Francisco. 

An agreement between the American-Hawaiian Steamship Com- 
pany and the Merchants & Miners Transportation Company which 
provides for the movement of shipments from United States Pacific 
coast ports to ports of call of the Merchant & Miners Transportation 
Company in Florida, on a combination of the local rates of the par- 
ticipating carriers. Transfer of shipments from the intercoastal ves- 
sel is effected at Philadelphia, cost of which is borne by the Mer- 
chants & Miners. 

An agreement for cooperation between the representatives of 
lines operating vessels from the far east and Colombo with respect to 
local matters arising at ports of discharge in the United States, such 
as construing bill of lading clauses and dealing with similar mat- 
ters of general interest to the members. The representatives par- 
ticipating in the agreement have no authority to make rates or con- 
ditions in respect to transportaiton of cargo, but are restricted to 
furnishing recommendations pertaining thereto to their principals. 
Representatives of any other reputable person, firm or corporation 
operating vessels regularly in the trade may become parties to the 
agreement with the unanimous consent of the members, and such ad- 
mission may not be denied without just and reasonable cause. Par- 
ties to this agreement are: American Manchurian Line, Bank Line, 
Barber Steamship Lines, Brockelbanks’ Cunard, Blue Funnel Line, 
Dodwell, Castle Line, Dollar Steamship Line, Korr Steamship Com- 
pany, Nippon Yusen Kaisha, Prince Line, Ltd., and Roosevelt Steam- 
ship Company. 


CANAL TRAFFIC BY FREQUENCY 


Approximately 27 per cent of the individual vessels that used 
the Panama Canal in the fiscal year ended June 30, 1928, made 
but one transit; 46 per cent made three or more transits, and 
less than 6 per cent made ten or more transits, according to the 
Panama Canal Record. 

In the fiscal year, 1,811 individual commercial vessels, rep- 
resenting 23 nationalities, passed through the canal. The num- 
ber of transits per individual ship varied from 1 to 65, the 1,811 
vessels making a total of 6,456 transits, or an average of 3.57 
transits per vessel. 

The highest number of transits made by any vessel in the 
fiscal year was 65, made by the motor ship Chiman, operated 
by the Isthmian Land & Fruit Company, and of Panaman reg- 
istry. It operates between Cristobal and the west coast of the 
republics of Panama and Colombia. 

Vessels of United States registry led in aggregate number 
of transits, though not in number of individual ships. While 
representing only 29 per cent of the individual vessels passing 
through the canal, they made up approximately 43 per cent of 
the total transits. Ships of British registry ranked second in 
total transits with 1,842, and Germany third with 316. 

Seven hundred and twenty-seven individual British ships 
transited the canal in the fiscal year. The United States came 
second with 532 ships, 


Norway was third with 123 ships. 
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OVERSEAS FREIGHT RATES 
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Full cargo rates. have remained fairly steady in the la 
week, with no important changes in either direction. The n “ 
ber of vessels available for loading in the immediate future is 
limited but, at the same time, the demand for space has re 
restricted. The general expectation is for a revival in demanq 
for the latter half of October, with a consequent improvement 
in the market. Charterers seem content for the present t 
cover their commitments on a day to day basis, though brokers 
were advising them to take future space at existing rates j, 
anticipation of an advance. 

The grain market has been quiet, with quotations at 16 
cents to the Miditerranean, 12 cents to Antwerp-Rotterdam, anq 
13 cents to Hamburg-Bremen. Inquiries for coal space to South 
America are slightly stronger, with offerings of $3.50 a ton 
from Hampton Roads to Rio de Janeiro and the Lower Plate 
The lumber rate from the Gulf started the week at $16 per 
1,000 feet but was followed by another charter at $15.25, due to 
the fact that pressing requirements were filled and shippers 
found it unnecessary to offer the higher figure. 

The current level of heavy grain rates averages as follows: 
from Montreal for September loading 3s to the United King. 
dom, 13 cents per 100 pounds to Antwerp-Rotterdam, and 14 
cents to the Mediterranean; for first half October loading 3g 
to 3s 144d to the United Kingdom, 13 cents to Antwerp-Rotter. 
dam, 14 cents to Hamburg-Bremen; last half October loading 
3s 144d to 3s 3d to the United Kingdom, 13% to 14 cents to 
Antwerp-Rotterdam, 14% to 15 cents to Hamburg-Bremen, 
17% to 18 cents to the Mediterranean; for November loading 
3s 6d to the United Kingdom, 15 to 15% cents to Antwerp-Rot- 
terdam, 16 to 16% cents to Hamburg-Bremen, 17 to 18% cents 
to the Mediterranean. 

The following changes in conference rates are reported: 

Great Britain and Ireland.—Contract rate of 40 cents per 
100 pounds has been established on malt, in bags, through 
August 31, 1929. Refrigerator rates on plums or prunes have 
been changed as follows: In single crates, must be strapped 
or wired or guarantee given and prepaid—35 cents per cubic 
foot; in crates bundled two in a package, must be strapped or 
wired or guarantee given and prepaid—35 cents per cubic foot; 
in suitcases or lugs not exceeding eight cubic feet, must be 
strapped or wired or guarantee given and prepaid—25 cents 
per package; in suitcases or lugs bundled two in a package not 
exceeding 14 cubic feet, must be strapped or wired or guarantee 
given and prepaid—50 cents per package; in single layer trays, 
three in a bundle not exceeding 14 cubic feet, must be strapped 
or wired or guarantee given and. prepaid—50 cents per package. 
These rates include refrigeration. 

Montevideo and Buenos Aires.—Rate on rubber, scrap and 
reclaimed, has been reduced from fourth to fifth class rate of 
$10 per ton of 2,240 pounds, or 40 cubic feet, ship’s option, on 
freight steamers and $11 per ton of 2,240 pounds, or 40 cubic 
feet, ship’s option, on passenger steamers. 

Rio de Janeiro and Santos.—New rates on pulverized stone 
in bags are as follows: To Rio de Janeiro—$11 and $12.25 per 
ton of 2,240 pounds on freight and passenger steamers, respec- 
tively. To Santos—$12 and $13.50 per ton of 2,240 pounds on 
freight and passenger steamers, respectively. 

Cuba.—Effective October 1, ocean rate on canvas footwear 
from New York and Boston to Havana, Cuba, will be increased 
from 75 cents per 100 pounds to 48 cents per cubic foot, or 
$1.07 per 100 pounds, ship’s option, on Class A lines (United 
Fruit Company and Ward Line) and 44 cents per cubic feet, 
or 99 cents per 100 pounds, ship’s option, on Class B lines 
(Munson Line and American and Cuban Line). 

West Coast South America.—Rate changes effective Sep- 
tember 24th: 


Shooks, N. O. S., Group 1, 25 cents cubic foot; Group 2, 30_cents 
cubic foot; Group 3, 30 cents cubic foot. (Shooks) wire boxes, K. D. 
Group 1, $1 per 100; Groups 2 and 3, $1.25 per 100. It was agreed that 
the attendants’ fees for boats should be the same as on sheep. 


River Plate and Brazil—Lumber N. O. S. differentials over 
B. A. rate to La Plata for direct call $6.00, Santa Fe $9.00 

Paving blocks, fifth class, Rosin Contract rates. Freight 
steamers, $8.50 wt. on deck, $9.00 wt. under deck. 

Tariff rates will be $2.00 per ton higher. 

Newsprint paper rates extended through end of Decem- 
ber, 1929. 

Grain clearing and drying machinery added to agricultural 
machinery classification. 

The Pacific Coast committee adopted four new items and 
several new entries to present items for the eastbound inter 
coastal tariff. The new items are: No. 926, viz: paper bags 
and wrapping paper, mixed carloads, C. L. 65 cents per 100 
pounds, minimum carload weight 60,000 pounds, effective Ser 
tember 15. New item 453, viz: fences, play, children’s K. D. 
folded flat L. C. L. $1.60 per 100 pounds; C. L. $1.10, minimum 
C. L. weight 10,000 pounds, effective September 15. New item 
982, viz: residue contact mass in steel drums, on deck at ow? 
er’s risk. A. Q. $1 per 100 pounds, effective September 15. 
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LONG the lines of the 
Southern you will see 
these vigilant guardians. 


The movement of trains 
on the Southern’s fast pas- 
senger and high train den- 
sity lines is protected and 
expedited by automatic train 
control devices as well as by 
electric block signals. It cost 
the Southern $16,000,000 to 
install them and the cost of 
maintaining and operating 
them exceeds $1,000,000 a 
year. 


Yet this is but one item in 
the program of the Southern 
Railway System to provide 
safe and efficient transpor- 
tation— a program of im- 
provement that has been 
carried on steadily, at a cost 
of $160,000,000 during the 
past eight years alone. 





From the Northern Gateways at 
Washington, Cincinnati and 
Louisville ... from the Western 
Gateways at St. Louis and Mem- 
- + to the Ocean Ports of 
Norfolk, Charleston, Savannah, 
Brunswick and Jacksonville... 
and the Gulf Ports of Mobile and 
. . the Southern 


phis . 


New Orleans . 
Serves the South. 


SOUTHERN 








SERVES THE 


Address inquiries regarding 
Southern Railway Service to 


E. R. OLIVER 
Vice-President in Charge of Traffic 
Washington, D. C. 


SOUTH 
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New item 1015, viz: scrap buckets, dredge, returning C. L. 45 
cents per 100 pounds; owner’s risk, C. L. 35 cents, minimum 
C. L. weight 60,000 pounds, effective September 15. The open 
rate on Item 25, viz: alfalfa products was closed at the C. L. 
rate of 40 cents per 100 pounds, minimum carload weight 24,000 
pounds, effective October 1. To Item 730, viz: lumber products, 
is added, Chesterfield parts, wooden, completely K. D. in the 
white or in semi-rough condition, securely crated L. C. L. $1.15 
per 100 pounds, C. L. 75 cents, effective September 15. 

To Item 995, add entry; rope and cordage, sisal, effective 
September 15. 

The westbound cut rate basis in the Gulf intercoastal trade 
has been extended from September 30 to October 31, the four 
lines taking this action one after another. There are no im- 
portant deviations from the previous tariff, according to the 
operators. 

The emergency cut rates in the eastbound Gulf trade are 
still expected to expire as of October 1, when canned goods 
and beans quotation will go back from 30 cents to 45 cents and 
dried fruits from 35 cents to 55 cents. 

It is reported that the States Steamship Company, of Port- 
land, has applied for admission to the Pacific Westbound Con- 
ference. Officials of the latter refuse to affirm or deny the 
report. It comes, however, immediately after the semi-annual 
meeting of the conference at Portland, which adjourned with- 
out action concerning the membership of the three ex-Ship- 
ping Board freighter lines. 

The attitude of the member lines at this meeting is received 
as indicating a willingness to allow the existing situation in 
the trans-Pacific trade to continue in the expectation that it 
will work itself out satisfactorily. It is understood also that 
the reply of the Oceanic and Oriental Line (American-Ha- 
waiian Line) to the membership proposal was discussed 
amicably and that inquiry was made concerning the position 
of the States Steamship Company and the Tacoma Oriental 
Steamship Company. 

The next meeting of the conference was called for Oakland 
in January. J. G. McNab, foreign freight agent of the Canadian 
Pacific, was elected general chairman, succeeding Drew Chi- 
dester, vice-president of the General Steamship Company. L. L. 
Bates, general freight agent of the American Mail Lines, was 
named vice-chairman. 

Virtually no rate changes were made, although a local 
quotation of $11 w.m. was adopted on agricultural implements. 
This is the same as the overland rate. The general cargo n. o. 
s. rate formerly applied. 

Cable advices from the Orient carry the announcement of 
three changes in Oriental in-bound rates on two important 
commodities. The Japan Atlantic Coast Freight Conference 
has adopted a rate of $9.75 the 100 pounds on silk for the all- 
water route from Japan to the United States Atlantic, whether 
shipped direct through the Suez or Panama Canal or with 
transshipment at Pacific Coast ports. 

The old quotation, discontinued at once, was 2 per cent 
ad valorem. The all-water route competes with the trans- 
Pacific and transcontinental rail route. Effective September 1, 
the Trans-Pacific Freight Bureau of Shanghai established a 
contract rate of $8 per 2,000 pounds on bulk oil from Shanghai 
to the north Pacific. The tariff or non-contract figure remains 
at $10. The spread between the Atlantic and Pacific on bulk 
oil from Manila will be increased to $5 as of January 1, the 
Associated Steamship Lines of Manila (Atlantic section) hav- 
ing increased the rate as of the first of the year from $11 to 
$12 per 2,240 pounds. The Pacific Coast rate remains at $7. 

Shippers have been advised by the Strachan Shipping 
Company that advices received from the customs authorities at 
Lourenco Marques, Portuguese East Africa (formerly Delagoa 
Bay), state that, in addition to documents being changed to 
conform to the new designation of the port, all packages of 
cargo must bear the marking Lourenco Marques and not Dela- 
goa Bay. Compliance with this requirement, it is added, will 
avert possible confusion and delay at the port. 

The following changes and additions in eastbound rates 
were made at a meeting of the San Francisco committee of the 
Intercoastal Conference: 


Item No. 25—Alfalfa products, viz.: Alfalfa or calfalfa meal, al- 
falfa or calfalfa feed. Cut or ground alfalfa or calfalfa, sweetened 
with syrup, in bags. Was open rate. Amend carload rate to read: 
Minimum, 40 cents. 

Add new item No. 453—Fences, play, children’s,”“K. D. folded flat; 
L. C, L., $1.60; C. L., $1.10; minimum carload weight 10,000 Ibs. 

Item No. 730—Lumber products. Add entry: Chesterfield parts, 
wooden, completely K. D., in the white or in semi-rough condition, 
securely crated. L. C. L., $1.15; C. L., 75 cents. 

Add new item No. 926—Paper bags and wrapping paper—mixed 
— L. Cc. L, C. L., 65 cents; minimum carload weight, 60,000 
pounds. 

Add new item No. 982—Residue, contact mass, in steel drums, on 
deck, owner’s risk; L. C. L., $1; C. L., $1. 

Add new item No. 1015—Scrap buckets, dredge, returning, C. L., 
45 cents; owner’s risk, C. L., 35 cents; minimum carload weight, 
60,000 pounds. 


The following westbound intercoastal rate changes were 
made public by the United States Intercoastal Conference: 


Item No 265—Bags (various kinds), delete “‘bags, cotton.’’ New 
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Item No. 267, reading: ‘‘Bags, cotton, carload 80 cents; less carloag 
$1.30; minimum, 24,000 pounds.’’ Contract Item No. 268: “Bags, cotton’ 
expiring end year; contract rate, 70 cents; minimum, 12,000 pounds" 

Item No. 1785—Stoves: Add after articles third line, Note } 


words, ‘‘when shipped with articles as described above.” 

Item No. 2385—Machinery: Add 
facers.”’ 

Cancel Item No. 3091, viz.: ‘‘Scrapers, smoothers and surfacers 

or ” s, 


“floor scrapers, Smoothers, gyp. 


Items No. 622 (carpet lining) and 693 (wheat flakes, etc.): agg 
“notes subject Rule 14-A.” 4 ; 

Item No. 1970 (iron and steel annealing boxes, castings, forging, 
N. O. S. molds, ingot, wheels, sprocket, etc.): Add “galvanizing oy 
tinning pans or pots, iron steel.” 

Item No. 915 (compound, welding and case hardening), secon 
entry; change packing requirements “bags, barrels, boxes.” 

New Contract Item No. 3201—Trisodium phosphate, in barrels, ex- 
piring end year; contract rate, 40 cents; minimum, 300 pounds. 

New Contract Item No. 94-A—Aluminumware described Item yy 
94, expiring September 30 this year; contract rate, 90 cents; mipj. 
mum, 20,000 pounds; subject 14A. ; ’ 

New Contract Item No. 296—Barium, sulphate of, in bags, ey- 
piring end year; contract rate, ‘‘A” 40 cents; “B’’ 35 cents; minimum, 
50,000 pounds; subject 14A. : 

Cancel entirely Item No. 725 (chinaware, porcelain ware and mo- 
jolicaware). 


TO END FAR EAST RATE WAR 


The Trafic World New York Buregy 


Final plans for making the Farrel-O’Connor agreement ef. 
fective in the Calcutta trade were worked out this week at a 
conference of representatives of the lines in the trade with 
T. V. O’Connor, chairman of the Shipping Board, presiding. 
Those who attended were R. H. Blake, associate director of the 
Cunard Line; Joseph T. Lilly of Norton, Lilly & Co., agents 
for the American & Indian Steamship Line of the Ellerman & 
Bucknalls Steamship Company and also general agents for the 
Isthmian Line; Kermit Roosevelt, president, and John M. 
Franklin, vice-president of the Roosevelt Steamship Company, 
operator of the American India Line of the Shipping Board. 

Enforcement of the agreement has been delayed by failure 
of the Cunard-Brocklebank and Ellerman & Bucknalls officials 
to reach an agreement on the division of sailings under the 
new arrangement. It is understood that details of the plans 
are to be cabled to the London offices of the two lines for 
confirmation. 

The agreement reached on August 9 between Chairman 
O’Connor and James A. Farrell, president of the United States 
Steel Corporation, provided for eighteen sailings by American 
steamers annually from Calcutta and Colombo direct to North 
American ports, of which the Shipping Board line was to have 
twelve and the Isthmian Line six. 

The Shipping Board was to have twelve sailings annually 
from New York to Indian ports and the Isthmian Line four, 
but the Isthmian Line was to continue its twelve sailings an- 
nually or more if required by trade demands from Calcutta and 
Colombo to South Atlantic and Gulf ports, which it has main- 
tained since 1920. 

It was understood at that time that the agreement contem- 
plated a total of seventy sailings yearly from Calcutta and that 
the remaining forty sailings would be divided probably on the 
basis of eighteen or nineteen for the Cunard-Brocklebank Line 
and twenty-one or twenty-two for Ellerman & Bucknalls. 

All of the lines have been looking forward with eagerness 
to the adoption of the settlement plan which, while it meant a 
smaller number of sailings for the Shipping Board, carried with 
it more remunerative rates than have prevailed since January 
1, when the rate on jute, burlap and bagging was reduced from 
$7.90 a ton to $4 a ton. 

Contracts made on the basis of the reduced rate were 
mostly for the calendar year and consequently have about three 
and half months to run. In the meantime all of the lines are 
anxious to make contracts for the coming year and to advance 
the rates on non-contract business, but this cannot be done 
until the new agreement is made effective. It is expected that 
acceptance of the new schedules will be announced in the 
next day or two. 


RICE VIA LAKE CHARLES, LA. 


In Docket No. 47, the Board of Commissioners of the Lake 
Charles (La.) Harbor & Terminal District has filed a com 
plaint with the Shipping Board against the New York & Porto 
Rico Steamship Co., alleging that the respondent, by reason of 
certain unjust practices being indulged in and unreasonable 
rates charged, is violating sections 16 and 18 of the shipping act, 
and through such unjust practices and unreasonable rates 3 
causing the diversion through New Orleans of a large move 
ment of clean rice for export to Porto Rico “which rightfully 
should move through the port of Lake Charles, La., thereby 
causing great injury and loss to the port of Lake Charles and 
retarding its development.” 

It is alleged that Lake Charles’ geographical location makes 
it the natural outlet to Porto Rico and other countries for all 
of the rice producing area in the Crowley section and points east 
of Crowley, up to the dividing line showing equa] distances 
between New Orleans and Lakes Charles: that rate adjust 
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ments by railroads 4nd barge lines recognize this distance fac- 
tor in principle. 

The New York & Porto Rico Steamship Co., it is alleged, 
notified shippers that due to barge line competition available 
from milling points to Lake Charles, “which in many instances 
did not actually exist, they would absorb out of their ocean 
rate from New Orleans, on rice originating at these interior 
milling points within the territory adjacent to Lake Charles, 
from eight to eight and one-half cents per hundred pounds 
when destined to Porto Rican ports.” 

It is alleged that these arbitrary reductions have been made 
by the respondent in spite of the fact that there is a West 
Indies conference rate of 35 cents on rice destined to Porto 
Rico. Discrimination against Lake Charles results, it is alleged. 
The board is asked to issue a cease and desist order. 

In its answer to the complaint, the steamship company 
denies knowledge as to certain allegations in the complaint, 
denies other allegations, admits other allegations, and admits 
having notified shippers of absorption in its freight rate from 
New Orleans to Porto Rican ports of certain amounts per 100 
pounds of rice. 

Respondent alleges that the absorption referred to “is 
necessary to the retention of its long-established business of 
transporting from New Orleans to Porto Rico rice grown in 
the vicinity of said inland points. It is fully justified by com- 
petitive conditions inasmuch as barge rates from Lake Charles 
are from 8% to 10% cents per hundred pounds less than the 
rail rate to New Orleans, which lower rates tend to divert traffic 
which would otherwise naturally move via New Orleans from 
which Gulf port alone the respondent operates.” 

“Absorption in ocean rates of inland freight differentials is 
time-honored and legitimate competition and does not work 
prejudice or discrimination against Lake’ Charles and is not 
otherwise in violation of the shipping act, 1916, or merchant 
marine act, 1920,” says the respondent, asking that the com- 
plaint be dismissed. 


COMMERCE IN U. S. VESSELS 


In the six months ended with June, American vessels car- 
ried 36.5 per cent, by value, of domestic exports and 32.4 
per cent of general imports, in the foreign trade of the United 
States, according to the monthly summary of foreign commerce 
issued by the Department of Commerce. In the same period of 
1927, the figures were 35.7 and 33.5, respectively. 

In June, American vessels carried 33.4 per cent of general 
imports as compared with 37.4 in June, 1927. Percentages for 
June for general exports were not given. 


SANDBERG ON SHIPPING 


Commissioner Sandberg, of the Shipping Board, in an ad- 
dress September 18 at Los Angeles before the Pacific Foreign 
Trade Council, said that, in connection with permanency of 
operation of American flag ships, the big problem was replace- 
ment of obsolete tonnage and the encouragement of the building 
of new ships. He said the merchant marine act of 1928 was 
a definite step toward “rehabilitating and retrieving American 
shipping.” The commissioner thought that the Shipping Board 
had done well with respect to transferring ships and lines of 
ships to private operation when it was taken into consideration 
that the board had to look to permanency of operation of vessels 
and lines sold by it. 


BROOKHART FOR LAKES-TO-SEA ROUTES 


Senator Brookhart, of Iowa, in a statement relating to the 
St. Lawrence waterway project, expressed the opinion that the 
project ought to be completed, through the joint action of the 
United States and Canada, within the shortest time possible con- 
sistent with the best engineering results, and that Congress was 
favorable to the project. 

The proposal for an all-American waterway should not be 
allowed to delay action with respect to the St. Lawrence route, 
according to the senator. His view is that the all-American 
waterway, if found feasible and worth the expense, should also 
be built. 





AMERICANIZATION OF CREWS 

“The work being done by the Shipping Board’s sea service 
section of the bureau of operations toward the Americanization 
of crews on vessels operated by the Merchant Fleet Corpora- 
tion is shown in figures just compiled for the past fiscal year, 
according to an announcemerit of Chairman T. V. O’Connor,” 
says a statement issued by the board. “It has been the aim 
of the board since its establishment to do everything possible 
to man American ships with American seamen. That this aim 
is rapidly being achieved is demonstrated by the increase in the 
percentage of Americans placed on Shipping Board vessels by 
the sea service section during the fiscal year ended June 30, 1928. 

“The statement just issued shows that the sea service 
section placed a total of 59,530 seamen during the year, of which 
number 89 per cent were American citizens, either native born 
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or naturalized. In 1917, when the board first started its Ameri. 
canization program, 90 per cent of the men placed in Positions 
were aliens and 10 per cent Americans. The statement just 
made public shows that this has been changed to 89 per cen 
Americans and 11 per cent aliens. Included in the Placements 
are 1,481 inexperienced boys, the majority of whom are yoy 
on their way to higher ratings in the American merchant marine 
The sea service section is the only official agency through which 
Americans are given preference for employment on American 
vessels. 

“Chairman O’Connor holds that the results accomplished 
amply demonstrate the wisdom of the Shipping Board’s plan to 
Americanize the merchant marine. It is said that the work thus 
far accomplished not only tends to make American ships More 
efficient in time of peace, but also greatly enhances their valye 
as naval and military auxiliaries in time of national emergency,” 


OCEAN MAIL BID 


Only one bid was received by the Post Office Department, oy 
September 17, for the contract of carrying the mails from Ney 
York to Beira, Portuguese East Africa. It was submitted by 
the American South African Line, Inc. That line offered ty 
carry in accordance with the following: Class 6, $2.50 per 
nautical mile; class 5, $4 per mile; class 4, $6 per mile; class 
3, $8 per mile, and class 2, $10 per mile. 


CHANGES IN NAMES OF SHIPS 

Approval of the Shipping Board for the dhange in name of 
fifteen steamers of the American Export Lines, which operates 
cargo services between north Atlantic ports of the United States 
and ports of the Mediterranean and Black Seas, has been ap. 
nounced by the board. The Export line is assigning names with 
the prefix “Ex” to all its steamers. The ships whose names 
have been changed are as follows: From Blair to Exchange; 
Blue Triangle to Exmouth; City of St. Joseph to Extavia; Clon. 
tarf to Exermont; Coeur D’Alene to Examelia; Corson to Exiria; 
Half Moon to Exanthia; Liberty Land to Excellency; Luxpalile 
to Excello; Ossa to Exbrook; Sangamon to Exton; Saucon to 
Exhibitor; Saugus to Exminister; Sinsinawa to Examiner, and 
Winona to Exchester. 


NEED FOR NEW SHIPS 


On his return from a tour of inspection of the European 
offices of the Fleet Corporation, E. A. Kelly, vice-president of the 
corporation in charge of operations, said that new tonnage must 
be put into operation under the American flag if the United 
States is to continue to get its share of ocean shipping business, 
He found that shipping conditions, with respect to American 
ships, were improving but said that Germany, Great Britain and 
Italy were building new ships and that in that respect the United 
States was not keeping up with its competitors. 


GERMAN FREIGHT INCREASES 


Dispatches from Germany say that an increase of between 
10 and 11 per cent on freight and passenger tariffs has been 
granted by the Leipzig Special Tribunal, effective October 1. 
The German Railroad Company has, however, decided to except 
from the general increase in freight rates certain exceptional 
tariffs for the exportation and importation of goods and several 
transit tariffs and combined tariffs, issued by the German Rail 
road Company and the railroad companies of the neighboring 
states of Germany. The present rates on the following Ameri: 
can export commodities will remain until further notice: Bur 
lap, cotton, linters, wool, bananas and certain fruits, hemp, graia, 
flour, beans, peas, etc. 

The same applies also for the importation of the following 
German goods into the United States: Thuringia and Nurem- 
berg manufactured goods, such as toys, ordinary musical instrt- 
ments, dolls, artificial flowers, Christmas tree ornaments, paper 
goods, glass beads, certain woodware, basketware, etc.; iron 
and steel, cutlery; goods manufactured of aluminum, copper 
and lead; glass and glassware; cardboard, woodpulp, yarls, 
ribbons, and tissues of cotton; earthenware, crockery, porcelait, 
etc. : 
The rates on these articles will be increased only where 
special tariffs are provided for their exportation or importation. 


CAR SURPLUS AND SHORTAGE 
The average daily surplus of freight cars in the period 
September 1-7, inclusive, was 188,795, as compared with 201,86 
cars in the preceding period, while the average daily shortage 
consisted of 4 flat, 62 gondola and 50 double-deck stock cals, 
according to the car service division of the American Railway 
Association. The surplus was made up as follows: 


: ; 

Box, 91,550; ventilated box, 375; auto and furniture, 7,990; tota 
box, 99,915; flat, 6,133; gondola, 26,727; hopper, 21,970; total = 
48,697; coke, 1,423; S. D. stock, 15,734; D. D. stock, 2,176; refrigerato: 
12,888; tank, 371; miscellaneous, 1,458. 


Canadian roads reported a surplus of 14,200 box; 400 auto 
and furniture; 100 flat, and 1,300 refrigerator cars. 
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BIG ROAD FIGURES 
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Large Class I steam railroads in the seven months ended 
with July had net railway operating income of $481,599,597 as 
compared with $478,804,700 for the same period of 1927, and of 
$79,705,695 for July as compared with $72,198,485 for July, 1927, 
according to the monthly compilation made by the bureau of 
statistics of the Commission from reports of Class I roads with 
annual operating revenues above $25,000,000. 

Operating revenues, operating expenses, net railway oper- 
ating income and operating ratio of the individual roads, for 


July, 1928, and July, 1927, follow: 


Operating 
revenues 
Total—Roads reported: 
13 $437,112,850 


" 434,894, "364 328,571,735 
New England Region: 
Boston & Maine— 
1928 &, 347,604 4,575,858 
1927 609,572 4,756,705 
New York, New Haven & Ttire— 
1928 11,383,190 7,932,295 
1927 11,713,370 8,251,072 
Great Lakes Region: 
Delaware & Hudson— 
1928 3,096,004 2,477,309 
1927 3,514,296 2,789,969 
Delaware, Lackawanna & Western System— 
1928 6,154,309 4,656,283 
1927 6, 789, 109 4,636,113 
Erie (including Chicago & Erie)— 
1928 10,037,380 7,840,502 
1927 10, "182, 354 8,091,650 
Lehigh Valley— 
1928 5,608,486 4,407,738 
1927 5,364,535 4,830,337 
Michigan Central— 
1928 7,772,028 5,354,024 
1927 7, 529, 956 5, 398, 636 
New York Central (including Boston & Albany)— 
1928 32,288,479 24,447,275 
1927 31,638,274 23, 487, 618 
New York, Chicago & St. Louis— 
1928 4,141,470 3,159,700 
1927 4,586,964 3,262,503 
Pere Marquette— 
1928 3,916,473 2,671,200 
1927 3,854,762 2,712,420 
Pittsburgh & Lake Erie— 
1928 2,646,548 2,113,950 
1927 2,856,317 2,152,064 
Wabash— 
1928 5,786,401 4,546,817 
1927 5,343,213 4,402,730 
Central Eastern Region: 
Baltimore & Ohio— 
1928 19,911,874 13,925,759 
1927 20,321,744 15,398,923 
Central of New Jersey— 
1928 4,619,632 3,458,975 
1927 4, 867, 047 3,490,004 
Chicago & Eastern Illinois— 
1928 2,040,436 1,603,031 


2/203, 880 


Operating 
expenses 


$322,061,449 


1,774,642 


1927 
Cleveland, Cincinnati, Chicago & St. Louis— 
1928 


7,189,975 
1927 7,443,257 

Elgin, Joliet & Eastern— 
1928 1,920,527 


1927 1,918,455 
Long Island— 

1928 4,108,724 

1927 4,052,006 
Fennsylvania— 

1928 54,114,288 

1927 55,200,623 
Reading— 

1928 6,604,971 

1927 6,725,156 

Pocahontas Region: 

Chesapeake & Ohio-- 

1928 9,982,885 

1927 11,015,462 
Norfolk & Western— 

1927 9,175,505 

1928 9,011,451 

Southern Region: 

Atlantic Coast Line— 

1928 4,754,120 

1927 5,322,815 
Central of Georgia— 

1928 2,206,366 

1927 2,314,837 
Illinois Central— 

1928 12,036,599 

1927 12,731,659 
Louisville & Nashville— 

1928 12,878,682 

1927 11,949,229 
Seaboard Air Line— 

1928 4,134,110 

1927 5,466,000 
Southern— . 

1928 11,550,367 

1927 11,904,055 
Yazoo & Mississippi Venue 

1928 1,914,661 

1927 1,957,451 


Northwestern Region: 
Chicago & North Western— 
1928 13,250,825 
1927 13, 030, 023 


5,669,593 
5,820,693 


1,344,027 
1,341,427 


2,351,987 
2,556,538 


39,669,560 
42,160,629 


5,618,116 
5,756,963 


6,595,571 
7,375,331 


5,793,833 
5,640,973 
4,366,693 
5,073,213 


1,670,210 
1,779,359 


9,679,732 
9,786,906 


8,871,514 
9,292,231 


3,254,518 
3,445,321 


8,346,770 
8,758,308 


1,673,870 
1,768,170 


9,663,064 
9,922,115 


Chicago, Milwaukee, St. Paul & Pacific— 


1928 
1927 


14,133,128 
13,041,622 


11,333,378 
11,789,592 


Net 
railway 
operating 

income 


$79,705, rt] 
72,198,485 


1,260,991 
1,317,140 
2,278,186 
2,277,546 
268,921 
621,257 


1,160,950 
1,523,004 


1,455,093 
1,401,116 


780,104 
472,525 


1,758,059 
1,544,295 


5,470,769 
5,681,784 


541,345 
778,274 


889,715 
792,163 


685,123 
869,417 


706,787 
498,118 
4,848,775 
3,687,105 


578,895 
1,198,044 


145,189 
151,674 


868,808 
1,113,254 


295,353 
331,803 


1,113,521 
937,644 


9,821,399 
8,546,929 


842,744 
809,590 


3,030,947 
3,095,226 


2,786,624 
2,879,885 
168,525 
31,340 


400,794 
386,060 


1,639,269 
2,092,056 


1,461,818 
2,030,710 


. 619,522 
746,487 


2,353,484 
2,254,237 


*915 
*51,250 
2,586,321 
1,981,003 


1,480,641 
*82,115 
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Operating Operating 
revenues expenses 
Chicago, St. Paul, Minneapolis & Omaha— 
1928 2,109,222 2,021,617 
1927 2; ‘116, "413 Ee "943, "359 
Great Northern— 
1928 10,121,027 6,735,798 
1927 9, 789, 740 6,380,971 
Minneapolis, St. Paul & Sault Ste. Marie— 
1928 4,153,217 3,151,059 
1927 4,133,892 2,975,449 
Northern Pacific— 
1928 7,940,233 6,208,854 
1927 1, 468,821 5,614,772 


Oregon-Washington R. R. 
1928 


2,359,193 
: 1927 2 252,238 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1928 19,360,886 
1927 17,211,605 
Chicago & Alton— 
1928 2,347,305 


1927 2,289,522 
Chicago, Burlington & Quincy— 
1928 12,753,448 


1927 12,196,479 
Chicago, Rock Island & Pacific— 

1928 12,271,459 

1927 11,236,458 
Denver & Rio Grande Western— 

1928 2,579,268 

1927 2670, 025 
Oregon Short Line— 

1928 2,769,957 


1927 2'678,285 
Southern Pacific Companyj— 


1928 20,153,165 
1927 19,389,629 
Union Pacific— 
1928 9,541,299 
1927 8,576,728 


Southwestern Region: 
Gulf, Colorado & Santa Fe— 


1928 2,401,830 

1927 3,086,556 
Missouri-Kansas-Texas— 

1928 4,963,694 

1927 1,483,704 
Missouri Pacific— 

1928 11,133,333 

1927 10,398,040 
St. Louis-San Francisco— 

1928 6,824,304 

1927 6,835,984 
Texas & New Orleans— 

1928 5,561,657 

1927 5,586,664 
Texas & Pacific— 

1928 4,226,360 

1927 2,869,533 


& Navigation i= 


1,987,010 
1/911,629 


12,485,485 
12,128,643 


1,870,620 
1,886,949 


9,626,434 
9,661,852 


8,748,343 
8,362,428 


2,045,588 
2,136,086 


2,165,009 
2,164,491 


13,816,447 
13,744,130 


6,820,158 
6,335,132 


2,857,162 
2,204,581 
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Net 
railway 
operating 
income 


*104,060 
*10,337 


2,607,145 
2,400,388 


635,018 
792,863 


1,354,904 
1,573,685 


21,438 
*8,513 
924 

6. 881 


73,622 
96,720 


1,890,995 


5,067 
3,57 
1 


1,409,836 ° 


2,306,911 
1,743,229 


434,211 
435,775 
209,608 
173,264 


4,236,730 
3,664,588 


1,660,304 
1,340,813 
601,019 
715,491 


1,148,240 
827,988 


1,761,659 
1,545,835 


1,624,437 
1,537,071 


811,829 
229,001 


872,743 
330,847 


The figures for the seven-month periods follow: 


Total—Roads reported: 


1928 $2,930,423,030 $2,213,063,496 $481,599,597 


1927 
New England Region: 
Boston & Maine— 


1928 42,936,224 32,078,097 
1927 44,576,450 34,006,597 
New York, New Haven & Hartford— 
1928 77,389,355 55,938,084 
1927 79,803,179 58,911,837 
Great Lakes Region: 
Delaware & Hudson— 
1928 22,040,618 17,955,694 
1927 24,399,691 20,349,633 
Delaware, Lackawanna & Western System— 
1928 45,337,604 33,862,449 
1927 48,527,516 35,352,343 
Erie (including Chicago & Erie)— 
1928 69,119,215 54,385,928 
1927 70,068,156 57,162,556 
Lehigh Valley— 
928 39,533,490 31,132,367 
1927 42,595,809 34,550,105 
Michigan Central— 
reed 53,061,185 36,236,460 
927 52,036,422 36,320,495 
New York Central , ae Boston & Albany)— 
1928 215,395,611 164,453,111 
1927 223,200,239 169,017,334 
New York, hemes & St. Louis— 
1928 30,013,997 22,305,704 
1927 31,241,935 22,739,387 
Pere Marquette— 
1928 24,605,729 17,797,985 
1927 25,505,201 18,378,839 
Pittsburgh & Lake Erie— 
1928 17,671,333 14,693,493 
1927 19,155,553 15,762,349 
Wabash— 
1928 39,560,864 30,320,015 
1927 38,889,678 30,458,134 


Central Eastern Region: 
Baltimore & Ohio— 


1928 131,143,130 

1927 143,717,633 
Central of New Jersey— 

1928 32,258,591 


1927 33, 704, 555 

Chicago & Eastern Illinois— 
Lt 13,784,536 
1927 15, 564,427 


3,021, 032, 548 2,305,252,037 


100,636,243 
108,704,780 


23,908,818 
25,607,088 


11,451,168 
12,667,654 


Cleveland, Cincinnati, Chicago & St. Louis— 


1938 
1927 


50,690,479 
52,862,581 


39,267,861 
40,924,068 


478,804,700 


7,387,149 
6,838,672 


13,383,786 
12,490,366 


2,896,992 
3,050,281 


8,104,425 
9,068,005 


9,432,629 
7,581,721 


5,349,548 
5,059,713 


12,635,305 
11,972,605 


34,015,377 
36,641,076 


4,437,099 
5,437,601 


4,656,801 
4,850,073 


4,035,014 
4,760,550 


5,340,808 
4,582,030 
22,561,135 
26,242,975 


4,786,339 
5,468,643 


499,818 
1,120,968 


7,183,386 
8,322,025 
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Route BILL OF 7 a 


} J y 
"4 
PLU AE lyst 
UNIFORM STRAIGHT BILL | OF LA LADING Shigper’s te. 
ORIGINAL—NOT NEGOTIABLE lguat’s 


al aca a Railroad Company : 


CKIVED, “subject | to the ‘cla sifications ‘and ‘tories in we lect oo tie ‘date, ‘of the weue oof thie Bill of lading, 












TO EXPEDITE YOUR 
SHIPMENTS 































You need have no fear in 
routing your shipments Via 
the Peoria Gateway. P. & P. 
U. Ry. Intermediate switch- 













At 
Mr. Traffic Manager: 







pte Oe s i 
Wis haat that seme Com- LLRs eae | ing charge of $3.00 is named 







mercial traffic managers hesi- 
tate in showing intermediate 
switching carriers in Bills of 
Lading on account of fear of 







.152-H—I. C. C. No. A1805 and 
is absorbed by line haul car- 

riers under their absorption 
possible overcharges when tariffs. (I. C. C. Conference 
intermediate switching car- Ruling No. 341.) Simply 
rier is not always shown as a ere Se mark your Bill of Lading Via 

concurring carrier in road ~ No | DESCHIPTSamanrrLes SPECIAL Mans, LoooenT | 2) errr Peoria, Illinois, and P. & P. 
ge a U. will speed the interchange 


haul tariffs naming joint 
rates. U aet_ mane between line haul carriers. 


° cach 
party at any time interested in eli or any of said property, that every service to be ortmed hereunder 
Gitioes vot probibited by law, whetber printed or written, beretp contained, toctediog the conditions on on pian em io an tee 


egreed to by the abipper and accepted for bitaaeté sed bie axsigne 
Molt or street eddrese of cousigues—Fer purpesy f corioten wy 







































Switching Service Between 












Peoria and Pekin Union Railway Company Illinois Central Railroad Company 

Atchison, Topeka & Santa Fe Railway Company Illinois Terminal R. R. System 

Chicago & Alton Railroad Company Minneapolis & St. Louis Railroad Company 

Chicago & Northwestern Railway Co. New York, Chicago & St. L. R. R. Co. (L. E. & W. Dist.) 
Chicago, Burlington & Quincy Railroad Co. Pennsylvania Railroad 

Chicago and Illinois Midland Ry. Peoria Terminal Company 

Chicago, Rock Island & Pacific Railway Company Toledo, Peoria & Western Railroad 






Cleveland, Cincinnati, Chicago & St. Louis Railway Company 


Inquiries solicited. Address E. F. STOCK, Traffic Manager, Union Station, Peoria, Ill. 


PEORIA AND PEKIN UNION RAILWAY COMPANY 


ow Can We Serve You 
z in Texas 


Texas is a great state— great in 
industry, great in agriculture, great 
in territory. 

To the manufacturer who is desirous 
of locating a plant or wholesale head- 
quarters to serve the Southwest, the 
Southern Pacific Lines offer a distinct service in furnishing 
concise, dependable information regarding locations and 
transportation advantages of the leading cities of Texas. 

The Southern Pacific Lines have always played an important 
part in the growth and development of Texas, 
and no small part of this service has been the 
cooperation extended the manufacturer desiring 

to locate in this great territory. 







































Address All Inquiries to 
J. C. MANGHAM, Industrial Commissioner 


Southern Pacific Lines 


HOUSTON, TEXAS 








If you are interested in a per- 
sonal survey with regard to your 
particular business in any city in | 
Texas, the Southern Pacific Lines 
will gladly furnish you same im- 


| : 
mediately upon request. | 













Net Oper- 
railway ating 


Operating Operating operating — 


; revenues expenses income 
Elgin, Joliet & Eastern— 
1928 14,688,051 9,883,331 2,798,450 67.3 
1927 14,856,818 9,846,780 3,271,287 66.3 
Long Island--- 
1928 22,884,958 16,569,866 3,876,389 72.4 
1927 23,103,175 18,176,432 2,476,130 78.7 
Pennsylvania— - 
1928 363,280,840 273,421,166 61,098,631 75. 
1927 388,872,661 301,000,792 59,672,342 77.: 
Reading— 
1928 50,099,893 40,329,782 7,919,124 80.5 
1927 54,098,737 42,490,897 9,180,637 78.5 
Pocahontas Region: 
Chesapeake & Ohio— 
1928 69,635,319 48,723,188 17,776,424 69.9 
1927 78,508,162 53,492,044 21,053,364 68.1 
Norfolk & Western— 
1928 58,512,940 38,262,908 16,298,151 65.4 
1927 65,159,355 41,385,167 19,468,886 63.5 
Southern Region: 
Atlantic Coast Line— : 
1928 44,303,459 33,916,444 6,605,639 76.6 
1927 50,730,291 38,443,409 8,472,804 75.8 
Central of Georgia— 
1928 14,729,264 11,424,801 2,384,620 77.6 
1927 16,255,387 12,520,616 2,734,859 . 77.0 
Illinois Central— 
1928 87,050,543 68,070,751 13,416,353 78.2 
1927 89,947,429 68,209,672 15,083,234 75.8 
Louisville & Nashviiie— 
1928 78,183,432 62,646,209 11,433,013 980.1 
1927 83,789,815 66,433,060 13,018,705 79.3 
Seaboard Air Line— 
1928 34,216,632 25,426,742 6,100,430 74.3 
1927 38,041,734 28,501,178 6,588,877 74.9 
Southern— 
1928 81,980,894 59,702,013 15,451,940 72.8 
1927 85,283,462 62,490,065 16,489,282 73.3 
Yazoo & Mississipp: Valley— 
1928 14,336,167 12,118,372 508,789 84.5 
1927 14,509,677 12,610,412 211,751 86. 
Northwestern Region: 
Chicago & North Western— 
1928 84,511,959 66,221,897 11,640,415 78.4" 
1927 83,557,744 65,938,407 10,413,846 78.9 
Chicago, Milwaukee, St. Paul & Pacific— 
1928 93,517,328 71,603,263 13,250,817 76.6 
1927 87,678,071 75,573,862 3,725,988 86.2 
Chicago, St. Paul, Minneapolis & Omaha— 
1928 14,784,082 12,903,463 693,096 87.3 
1927 14,510,478 12,069,007 1,176,124 83.2 
Great Northern— . 
1928 60,088,510 44,970,856 10,049,366 74.8 
1927 57,573,969 42,794,176 9,433,223 74.3 


Minneapolis, St. Pau! & Sault Ste. Marie— 
1928 25,988,385 20,778,047 
1927 25,076,475 20,145,496 
Northern Pacific— 
1928 52,516,555 41,477,290 
1927 48,807,688 39,269,392 
Oregon-Washington k. R. & Navigation Co.— 
1928 15,736,162 13,715,761 


2,829,557 80.0 
2,588,540 80.3 


8,989,033 79:0 
7,326,198 80.5 


*292,195 87.2 


1927 14,884,027 12,888,956 *73,714 86.6 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1928 110,869,649 84,110,790 17,894,539 75.9 
1927 114,166,693 83,199,260 21,650,790 72.9 
Chicago & Alton— 
1928 15,918,126 12,875,171 1,015,291 80.9 
1927 16,177,373 12,748,730 1,420,068 78.8 
Chicago, Burlington & Quincy— 
1928 87,863,029 64,110,721 15,181,167 73.0 
1927 83,800,390 61,865,903 13,182,517 73.8 
Chicago, Rock Island & Pacific— 
1928 74,770,128 56,496,453 10,795,527 75.6 
1927 75,832,502 58,662,755 9,578,520 77.4 
Denver & Rio Grande Western— 
. 1928 17,180,457 13,579,063 2,794,349 79.0 
1927 17,353,034 13,842,503 2,711,755 79.8 
Oregon Short Line— 
1928 19,946,348 14,858,798 2,573,645 74.5 
1927 18,143,049 13,962,816 1,930,530 77.0 
Southern Pacific Companyj— 
1928 127,881,546 92,254,239 23,656,041 72.1 
1927 127,437,974 93,507,253 22,034,977 73.4 
Union Pacific— 
1928 61,128,311 43,046,686 11,589,143 70.4 
1927 54,955,222 40,200,383 8,803,088 73.2 
Southwestern Region: 
Gulf, Colorado & Santa Fe— 
1928 14,793,257 12,129,274 1,024,211 82.0 
1927 20,133,556 15,817,350 2,428,544 78.6 
Missouri-Kansas-Texas Lines— 
1928 30,259,118 ‘21,379,193 5,965,316 70.7 
1927 31,980,325 23,033,939 6,120,367 72.0 
Missouri Pacific— 
1928 72,298,534 55,997,800 10,364,215 77.5 
1927 70,541,945 57,571,720 7,416,842 81.6 
St. Louis-San Francisco— 
1928 45,152,447 32,462,065 19,361,417 71.9 
192 48,255,789 34,611,208 11,344,799 71.7 
Texas & New Orleans— 
1928 38,311,066 31,871,769 3,179,416 83.2 
1927 39,875,720 34,463,662 1,819,264 86.4 
Texas & Pacific— 
1928 28,463,740 19,301,847 5,671,657 67.8 
1927 21,284,796 16,572,036 2,562,972 77.9 





*Deficit. 
yIncludes returns for Atlantic Steamship Lines. 


SOUTHWEST ADVISORY BOARD 
The Southwest Shippers’ Advisory Board will hold its nine- 
teenth regular meeting at Dallas, Tex., September 27. M. J. 
Norrell, manager of the Dallas Chamber of Commerce, will make 
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the address of welcome. The general transportation Situation 
will be surveyed by L. M. Betts, American Railway Association 
Washington, and conditions local to the board, by the district 
manager, Mr. Andrews. The commodity committees wil] Teport 
on prospective car requirements of the, various industries ang 
the railroads will report on condition of equipment and like 
matters. 


OHIO VALLEY REGIONAL BOARD 

The nineteenth regular meeting of the Ohio Valley Shippers’ 
Advisory Board was held at Louisville, Ky., September 18. About 
500 were in attendance. The principal interest centered in the 
reports of the commodity committees. The reports were opti- 
mistic, estimating that the principal commodities, with the ey. 
ception of coal, will show increased loadings for the last quarter 
of the year, over the same quarter of last year. Coal will be 
somewhat less. The crop movements will be heavy. It is esti. 
mated that the grain crops will run from 5 to 7 per cent better 
than the ten-year average. 

M. J. McGarry, manager, car service division, American Rail. 
way Association, spoke on national business conditions. The 
Transportation Club of Louisville entertained the board at a 
banquet at the Brown Hotel in the evening. Flem D. Sampson, 
governor of Kentucky, was the speaker. 


TRANS.-MO.-KAN. BOARD 


Industries in Missouri, Kansas, Oklahoma, Arkansas and 
Illinois expect an early recovery from the general depression 
now existing, according to the reports submitted at the twenty. 
second regular meeting of the Trans-Missouri-Kansas Shippers’ 
Board at Joplin, Mo., September 19. The reports estimated the 
requirements of twenty-nine principal lines of industry, for Octo- 
ber, November and December, at 514,832 cars, as compared with 
472,024 cars loaded in the corresponding period of last year— 
an increase of 9.0 per cent. 

Increases were reported by the agricultural implements in- 
dustry, 7.5 per cent; automobiles, 2.1 per cent; coal, 5.0 per 
cent; eggs, 1.9 per cent; fresh fruits, 10.1 per cent; fresh vege- 
tables, 9.8 per cent; grain, 47.0 per cent; grain products, 15.0 
per cent; hay, straw and alfalfa, 7.4 per cent; iron and steel, 
1.4 per cent; lime, plaster and gypsum, 18.7 per cent; live stock, 
0.7 per cent; petroleum and products, 5.0 per cent, and salt, 2.0 
per cent. Decreases were reported in clay products, 34.6 per 
cent; coke, 18.0 per cent; dairy products, 8.7 per cent; poultry, 
7.4 per cent; castings and machinery, 1.4 per cent; lumber, 2.2 
per cent; forest products, 2.7 per cent; ore, 14.9 per cent; pack- 
ing house products, 1.4 per cent and sand, stone and gravel, 1.6 
per cent. 

Approximately 500 representatives of industry and the rail- 
roads were in attendance. Clyde M. Reed, of Parsons, Kan., 
general chairman, presided over the business session. 

The grain interests expressed their appreciation to the car- 
riers for the way in which their requirements were taken care of 
in the abnormal movement of grain this season. All previous 
loading records were broken this season throughout the wheat 
belt, without congestion at the markets or inconvenience or 
delay in furnishing equipment at the loading stations through 
the belt, it was said. 

Shipping interests reported both road haul and terminal 
service satisfactory and car supply adequate. The railroads 
reported that they were in the best physical condition to enter 
the winter months of any time in their history, having ample 
equipment and an abundant supply of motive power, and that 
they will be able to furnish the necessary facilities for the 
prompt and efficient movement of the increased tonnage antici- 
pated. 

C. E. Johnson, president, Kansas City Southern, spoke on 
“Importance of Co-operation Between the Shipping Public and 
the Carriers.” L. M. Betts, manager, car service division, Amer- 
ican Railway Association, Washington, D. C., represented the 
carriers on matters of car supply and service. E. W. Coughlin, 
district manager, car service division, American Railway Asso- 
ciation, St. Louis, furnished the board with an analysis of rail- 
road conditions within its territory. 

Members of the board and visitors were the guests of the 
Joplin Chamber of Commerce, the Tri-State Traffic Club, and 
the Tri-State Lead and Zinc Producers’ Association in the after- 
noon and evening. A motor trip was provided through the wot- 
derful Tri-State Mining District, as well as the inspection of the 
mines and smelters in actual operation. 

Captain Irving O’Hay, known as the “Soldier of Fortune,” 
addressed the banquet held at the Connor Hotel. 

Following is a comparison of estimated carloadings, as fur- 
nished by each industry, for the fourth quarter of 1928, together 
with the actual loadings in the same period of 1927: 

Pros- 
Actual Prospective pec 
Car Load- Car Load- tive 


ings, 4th ings, 4th Per- 

Quarter, Quarter, centof 

Commodity 1927 1928 Increase 

Agricultural Implements ...............e0. 1,302 1,400 (0 
IIE a6 V xeon had 0s Reale ae earn edie 8,034 


8,200 2.1 


eRe eo vscswece revives cosvepetatwewa 14,746 
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Laredo to Mexico City ... 
Eagle Pass to Mexico City . . 


NATIONAL 


THE TRAFFIC WORLD 


53 Hours 
67 Hours 


RAILWAYS 


El Paso to Mexico City .. « 
Brownsville to Mexico City 


GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment of these agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


G. B. Aleman, Gen. Agt. 
2195 Ry. Exch. Bldg. 
St. Louis, Mo. 


F. P. De Hoyos, Gen. Agt. 
1515 Penn Bldg. 
New York City 


A. Horcasitas, Com. Agt. 
414 Whitney Bank Bldg. 
lew Orleans, La. 


F. N. Puente, Gen. Agt. 
441 Monadnock Bldg. 
San Francisco, Calif. 


F.C. Lona, Com, Agent 
Chicago, Ill. 


101 Hours 
69 Hours 


OF MEXICO 


Now in Service! 


THE FINEST TRAINS IN THE WORLD 


The New 


NORTH WESTERN 
LIMITED 


CHICAGO - ST. PAUL - MINNEAPOLIS 


The elegance of its furnishings, the 
distinctive appointments provided 
for comfort, the smoothness of its 
operation, its superb cuisine, the 
high character of its personnel, all 
contribute to make a journey on 
this fine equipage the utmost in 
travel comfort. 


Lv. Chicago . . . . 6:30P.M. 
Lv. Evanston (Davis St.) 6:49 P.M. 
Ar.St.Paul . . . . 7:00AM. 
Ar. Minneapolis . 7:35 A.M. 





FEATURES 
Hyatt Quiet Roller 
Beerings 
Ray Glass Enclosed 
Selarium 
Bedrooms, single or 
en suite 
Individual 
Porcelain Washbowls 
New North Western type 
coil-spring cushion 
Mattresses 
Luxurious Club Lounge 
Famous Table d’ Hote 
Dinner 
Parchment Shaded Lights 

e oda Fountain 
Servidor Service 
Electrie Cigar Lighters 
Latest type ventilating, 
lighting and heating 


The New 


CoRN KING 
LIMITED 


CHICAGO - OMAHA - SIOUX CITY 


This train of splendor, operating 
over the only double-track railway 
to Omaha, which is protected by 
automatic train control all the way, 
provides an overnight journey that 
is unequalled in restfulness, safety, 
and elegance. 


Ly. Chicago . . 6:05 P.M. 
Lv. Oak Park . 6:21 P.M. 
Ar.Omaha .. 7:25A.M. 
Ar. Sioux City . . . 8:15A.M. 


C. A. CAIRNS, Passenger Traffic Mer. CHICAGO & TICKET OFFICES 

A. R. GOULD, Asst. Pase’r Traffic Mer. 148 S. Clark St. - Tel. Dearborn 2323 
2 SSE NORTH WESTERN #122. 223 
M. R. LEAHY, General Passenger Agent Passenger Terminal,Tel. Dearborn 2323 


226 West Jackson St., Chicago, Ill. 
1989 


RAILWAY 


Pass’r Information, Tel. Dearborn 2060 
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Ce ON i cae ces ee eeees sc decease 15,002 9,810 *34.6 
(SASS St SS gp eee Green eee, i eere ee 58,905 61,850 5.0 
NS Ba a rue ata daa nde ob 4a 5 dtodd aes eove0'o-a a »o17 1,900 *18.0 
eee et eae re 1,380 1,260 *3.7 
SNE acs te Sula hare a aiaies 4h sme apa sinia Sie 1,595 1,625 1.9 
tn ad ale, aca orc alah a:cisie clei aie Sore ees or 2,376 2,200 *7.4 
NE ule SL i o.0 b s.b-d vleealed 0.6. ewet ee ee 2,162 2,380 10.1 
SPUR, | VMOUMNOD 5.0 ie 6: vid:0 6.00 00:00'e ole sie diets 328 360 9.8 
aid aerate ah ani 6:6: iwnn la aepimnece bia 51,004 75,000 47.0 
Pee PROGRES ..<6005-0 PE 51,787 59,555 15.0 
Rey, TPA BT AMAR. oso oiiiec c.ccviveewee 11,176 12,000 7.4 
I EN ceding ss. cnss's itaaievecainee 5,821 5,900 1.4 
Castings, Machinery, Etc.....cccccccecs 1,420 1,400 *1.4 
Lime, Plaster and Gypsum.............. 3,369 4,000 18.7 
CE Gia co stat ae eS P oe eb ere emawed ee 66,700 0.7 
io a aia wid ate ene :nie:oekwi sie: 14,000 2.2 
Forest Products 17,500 *2.7 
ls 6k ana nek hos «bbs OO were ds 6,878 5,850 *14.9 
Packing House Products........csecseose 30,561 30,125 *1.4 
PStVOIeUM ARE PrOGucts 2 .cccccccveccsee 65,541 68,817 5.0 
PE 6 cct4G hs abe Ra ene ese SET WEESO ZEHED —_—  § ~spease cae 
DN keer dbdetn wie Mewacehndtieeees ancaon sed 5,885 6,000 2.0 
Sand, Stone and Gravel........cccceseees 45,709 45,000 *1.6 

Total—All LOGGINES 2 .ccrcccsccccccecs $472,024 514,832 9.0 





*Decrease. 
+Does not include cement or potatoes. 


Personal Notes 


————— 


P. M. Hanson, general traffic manager of the National Enam- 
eling and Stamping Company, Inc., died September 18 at his 
home in Granite City, IIl. 

Carl R. Gray, Jr., has been appointed manager of the indus- 
trial department, C. & N. W., and the C. St. P. M. & O., at 
Chicago. He is the son of Carl R. Gray, president of the Union 
Pacific. He was superintendent of the Frisco for a number of 
years and later held a position with a large industrial banking 
institution. The announcement states that the C. & N. W. is 
entering on an intensive development of industries. 

Effective October 1, C. H. Ethridge is appointed commercial 
agent of the Atlantic Coast Line Railroad Company at New 
Orleans, La. 


DOINGS OF THE TRAFFIC CLUBS 


The Constitution Day luncheon of the Traffic Club of Chicago 
in the Red Lacquer Room of the Palmer House, Sept. 17, was 
attended by about three hundred members. The speaker of the 
day was Col. George T. Buckingham, of the Chicago bar, and his 
subject was “The Genesis of the Constitution.” One of the guests 
was Congressman James M. Beck, of Pennsylvania, who was 
in the city to address the Union League Club dinner on the 
subject of the Constitution that evening. He was called on for 
a few remarks when Col. Buckingham closed, and responded by 
making the Constitution of special interest to traffic men by 
telling them that one of the prime reasons for its adoption was 
the necessity for breaking down traffic barriers .between the 
states, and he pictured George Washington as the original traffic 
man. A copy of the Constitution was at every plate. J. H. 
Beek, vice-chairman of the public affairs committee, presided. 
Others at the speakers’ table were as follows: Major General 
Paul B. Malone, Commanding General, Sixth Corps Area, U. S. 
Army; Ezra J. Warner, president, Sprague, Warner & Company; 
A. K. Banks, president, Elgin, Joliet & Eastern; Louis A. Bowman, 
vice-president and trust officer, American Trust & Safe Deposit 
Company; L. A. Downs,. president, Illinois Central; Judge Ed- 
mund K. Jarecki, County Court of Cook County, Ill.; Conrad 
Spens, vice-president of the C. B. & Q.; M. H. Kennelly, presi- 
dent, The Traffic Club of Chicago; B. F. Affleck, president, Uni- 
versal Portland Cement Company; W. B. Storey, president, At- 
chison, Topeka & Santa Fe; F. L. Bateman, president, Trans- 
Continental Freight Company; Kenneth F. Burgess, general 
solicitor, Chicago, Burlington & Quincy; Judge George T. Page, 
United States Circuit Court of Appeals for the Seventh Circuit; 
F. E. Williamson, vice-president—traffic, Chicago, Burlington & 
Quincy; Rear Admiral Thomas T. Craven, Commandant, U. S. 
Naval Training Station, Great Lakes, Ill.; A. E. Clift, senior vice- 
president, Illinois Central; J. Petersen, president, Petersen Fur- 
niture Company; Richard Hackett, vice-president, Judson 
Freight Forwarding Company; Lieut. Biggs, U. S. Naval Training 
Station, and H. A. Palmer, vice-president Constitution Educa- 
tional Association. 





The Traffic Club of Philadelphia will hold a dinner at the 
Bellevue-Stratford Hotel October 8. 





The Traffic Club of Wichita held a luncheon at the Wichita 
Club September 20. Don Carlos Rodriguez, of the Rodriguez 
Flour Mills, spoke on contemporary conditions in, Mexico. A 


dinner-dance will be held at the-Innes Tea Room September 27.: 


A golf tournament will be held in the afternoon. 





At the last meeting of the Junior Traffic Club of Chicago, 
G. H. Shafer, president, appointed Charles W. Hester, traffic 
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manager, Federated Metals Corporation, and A. H. Schwiete 

assistant traffic director, Chicago Association of Commerce rt 
delegates to the meeting of the Associated Traffic Clubs ot 
America at Chicago. H. W. Coffman, city freight agent Ne 
York Central, and Paul R. Ceder, district freight agent, Souther, 
Pacific, were named as alternates. 





The Fort Wayne Transportation Club will hold its first an 
nual golf tournament at Lake Wawasee, Ind., September 27, 





The Traffic Study Club of the Traffic Club of Atlanta held 
its first meeting of the season at the Chamber of Commerce 
September 12. H. A. Manning, of the Atlanta Paper Company 
presided. J. A. Streyer, traffic manager, American Short Line 
Railroad Association, spoke on the fourth section of the trans. 
portation act, as applied to rate making in the south. The next 
meeting will be September 26. 





Tra Traffic Club of Kansas City opened the fall season with 
a luncheon at the Kansas City Athletic Club September 1 
designated “Lumberman’s Day.” George K. Gauff, western 
manager, Manufacturers’ Record, Cincinnati, and L. R. Putnam 
merchandising counsel, Southern Pine Association, Chicago, 
were the speakers. 





The Transportation Club of St. Paul held a luncheon at the 
Union Depot dining room September 18. There was a Pro- 
gram of entertainment. 





The Bridgeport Traffic Association, in conjunction with the 
convention bureau of the Bridgeport Chamber of Commerce, 
gave a dinner to the members of the New England Shippers’ 
Advisory Board September 20. 





The annual joint outing of the Los Angeles Transportation 
Club, Women’s Traffic Club of Los Angeles, and the Rail and 
Water Club of Los Angeles was held at the Hotel Miramar 
and Miramar Beach Club, Santa Monica, Calif., September 15, 
The program included athletic events, swimming and diving 
contests, golf, dinner, and dancing. The annual golf tournament 
between the Los Angeles club and the San Francisco Trans- 
portation Club, for the Alexandria Hotel trophy cup, was held 
at the Potrero Country Club September 20. 





The Portland Industrial Traffic Club held a meeting at the 
Multnomah Hotel September 20. Moving pictures were shown of 
the eighth annual picnic of the club held July 15, and the Mat- 
son Navigation Company presented a film of the Hawaiian 
Islands, accompanied by a lecture by Ray A. Murray. 





The Columbus Transportation Club held its annual outing 
at the Arlington Country Club September 13. There was an 
attendance of 250. The board of governors’ golf tournament cup 
was presented to L. E. Winkeljohn, traveling freight agent, 
Lehigh Valley, Toledo. Ira W. Morris, assistant general freight 
agent, Hocking Valley, and president of the club, presided at 
the dinner, and M. G. O’Shaughnessy, traffic manager, Ford 
Motor Company, was toastmaster. The entertainment was fur- 
nished by the entertainment committee, of which N. S. Worrell, 
assistant traffic manager, America Zinc Oxide Company, is 
chairman. 





The first regular monthly meeting of the fall and winter 
season of the Traffic Club of Denver was held September 14. 
C. I. Fitzgerald, general agent, American Railway Express Com- 
pany, was elected first vice-president, W. F. Burr, traffic man- 
ager, Daniels and Fisher Stores Company, was elected second 
vice-president, and W.. W. Anderson, traffic manager, The Dorr 
Company, was made a member of the board of directors. The 
resolution adopted by the Associated Traffic Clubs of America 
at San Francisco concerning political rate making was ratified. 
F. W. Myers, division freight agent, Atchison, Topeka & Santa 
Fe, was selected to represent the club at the October meeting 
of the national organization at Chicago. Judge Haslett P. 
Burke, assistant justice of the Colorado Supreme Court, delivered 
an address in commemoration of the 141st anniversary of the 
adoption of the constitution of the United States. 





The Traffic Club of Detroit will hold an outing at Klinger 
Lake Country Club, near Centerville, Mich., September 25. The 
event was arranged by Henry Shearer, president of the club, 
and J. L. McKee, general superintendent, Michigan Central, at 
Detroit. A special train will leave Detroit at 7:00 a. m., and 
arrive at Centerville about 10:00 a. m., where special bus service 
will take the passengers to the country club. Members and 
friends at Chicago may use a New York Central sleeper, which 
will be placed on the train leaving Chicago at 2:50 a. 
September 25, going direct to Klinger Lake. 





The Traffic Club of New York will hold a meeting at the 
Hotel Park Central September 25. The nominating committee 
will be selected to draw up a ticket to be reported in October. 
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There will be a speaker and entertainment. A forum meeting 
will be held in the new club rooms October 2. The subject will 
be ‘Mail and Express.” George C. Lucas, executive secretary, 
National Publishers’ Association, will speak on “Mail,” and J. H. 
Butler, general manager, department of public relations, Amer- 
ican Railway Express Company, will speak on “Express.” Vice- 
Presidents Braden and FitzPatrick will be in charge. 





The Women’s Traffic Club of San Francisco will hold a 
meeting September 27 at which John J. O’Toole, city attorney, 
will speak on “The Constitution.” 





At a recent meeting of the board of directors of the Fort 
Wayne Transportation Club the resolution pertaining to political 
rate making adopted by the Associated Traffic Clubs of America 
at San Francisco failed to receive ratification. 


LUMBER SHIPMENTS 


Lumber orders the week ended September 15 reached a 
new high for the year, according to reports to the National 
Lumber Manufacturers’ Association from 855 softwood and 
hardwood mills, which recorded new business to the amount 
of 432,211,000 feet. In the preceding week, 842 mills reported 
334,628,000 feet for a five-day running time. Production totaled 
376,106,000 feet, and shipments 391,858,000 feet. Both were 
slightly lower, based on the daily averages, compared with the 
corresponding figures for the preceding week when the Labor 
Day holiday interfered with the filing of a complete report. 
There were slight decreases in all three items in the hardwood 
group; the softwood mills being credited with the large in- 
crease in new business. The West Coast Lumbermen’s Asso- 
ciation reported production at 181,954,632 feet for 229 mills 
against a weekly operating capacity of 232,072,627 feet and a 
weekly average for the year of 187,714,113 feet. The Southern 
Pine Association, for 150 mills (196 units), reported production 
at 73,859,490, which was 11.08 per cent below the three-year 
average. 

The following table compares the lumber movement, as 
reflected by the reporting mills of eight softwood and two 
hardwood regional associations, for the two weeks indicated; 
000’s omitted: 


Preceding 
Past Week Week, 1928 (Revised) 
Softwood Hardwood Softwood Hardwood 
Mills (or units*) ...... 513 421 511 404 
POOCCION, o.6.6.0:s.0:0'0 08068 321,578 54,528 278,146 53,371 
DNNED 0.i'¥t0540:4644-80 331,965 59,893 294,768 56,349 
Orders (New Bus.)....374,557 57,654 277,763 56,865 





*A unit is 35,000 feet of daily production capacity. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended September 8 totaled 
8,934,000 tons, as compared with 9,436,000 tons the preceding 
week, according to the weekly estimate of the Bureau of Mines 
of the Department of Commerce. The decrease was attributed 
to observance of Labor Day. Anthracite production was esti- 
mated at 1,117,000 tons, a decrease of 611,000 tons as compared 
with the preceding week. 


Bituminous coal dumped into vessels at Lake Erie ports the 
week ended September 9 totaled 1,028,745 tons, bringing the 
shipments for the season to September 9 to 22,272,603 tons as 
compared with 24,600,206 tons for the corresponding period of 
1927, and 20,031,256 tons in the 1926 period. 

Anthracite shipped from Lake Erie ports the week ended 
September 9 totaled 61,223 tons, bringing the shipments for the 
season to that date to 1,016,987 tons as compared with 1,275,829 
tons in the same period of 1927, and 2,009,653 tons in the 1926 
period. 

Tidewater bituminous coal shipments the week ended Sep- 
tember 8 from Hampton Roads totaled 363,359 tons, of which 
206,342 tons were for New England delivery. At Charleston, 
S. C., 781 tons were dumped for foreign bunker use. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended August 25 were reported 
as follows: Bituminous, 2,098 cars; anthracite, 3,630 cars. 





FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended September 15 totaled 29,605 cars, as compared with 23,615 
cars (revised) the preceding week and 29,066 cars in the corre- 
sponding period of 1927, according to compilations made from 
carrier reports by the Bureau of Agricultural Economics of the 
Department of Agriculture. Shipments were reported as follows: 


Apples, 3,584 cars; cantaloupes, 684 cars; cabbage, 856 cars; car- 
rots, 100 cars; cauliflower, 194 cars; celery, 341 cars; cucumbers, 164 
cars; grapefruit, 11 cars; imports, 62 cars; grapes, 7,898 cars; green 
peas, 17 cars; lemons, 224 cars; lettuce, 788 cars; miscellaneous melons, 
433 cars; mixed citrus fruit, 18 cars; mixed deciduous fruit, 254 cars; 
mixed vegetables, 574 cars; onions, 1,387 cars; peaches, 3,059 cars; 


oranges, 720 cars; imports 3 cars; pears, 1,909 cars; peppers, 64 cars; 
plums and prunes, 767 cars; string beans, 10 cars; sweet potatoes, 
1,101 cars; 
4,098 cars. 


tomatoes, 1,013 cars; watermelons, 337 cars; potatoes, 
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| Questions and Answers | 





In this department will be answered questions of both legal ang 
practical nature that confront — dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to ¢ the place of the traffic man but to 


help him in his work. . ; 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 





State vs. Interstate—Import Traffic 

Virginia——Question: Carrier XYZ has two lines from point 
A to point B. The distance via the direct route, which ig inte. 
state, is 210 miles. The distance via the intrastate line ig 94 
miles. The fourth class rate via interstate route is 44 cents 
fourth class rate via intrastate route is 41 cents. Rates via both 
routes are governed by the same classification. On unrouted 
imported traffic carriers apply the fourth class rate of 44 Cents, 
applicable via interstate route and forward shipments via this 
route. , 

Should not the carriers forward via the lowest available 
route? 

Answer: In our opinion, the interstate rate must be applied 
on import traffic, regardless of whether the shipments are for. 
warded from the port via an interstate or intrastate route. See 
Goldsboro Chamber of Commerce vs. A. C. L. R. R. Co., 911.¢ 
C. 315. The above has reference to shipments as to which there 
was a continuing intention to ship to an inland destination at 
the time the shipments left point of origin. If, however, the 
goods are warehoused at the port and transportation has ceased, 
the intrastate rate may be applied on the movement from the 
port to the inland destination. In the case above cited, the Com. 
mission in dealing with this question, on page 321, said: 

We find that shipments from ship side at Wilmington to North 
Carolina destinations were import traffic and subject to our jurisdic- 
tion; and that shipments made from warehouses under the circun- 
stances of this case were intrastate traffic and not within the scope 
of our jurisdiction in this proceeding. In the instant case there was 
no original or continuing intention to ship the goods to any par- 
ticular inland destination; the goods were to be sold wherever sale 
for them might be found, but if there was no immediate sale the 
goods were placed in warehouses and transportation ceased. Defend- 
ants had no tariffs on file with us authorizing storage in transit of 
this traffic at the port of Wilmington. While our decision might be 
different in a case where it appeared that goods intended only for 
transportation to interior points were stored at the port for the pur- 
pose of defeating application of the interstate rates no question of 
bad faith in storing the shipments is raised in the instant proceeding; 
the record indicates that the delivery and storage at Wilmington were 
bona fide, and solely due to the necessities of the case. Wilmington, 
as to the warehoused shipments, was such a distributing point as is 
referred to in the last paragraph quoted from the Settle case. In our 
opinion the fact is established upon this record that the shipments 
here considered which were stored at the port fall within the class of 
shipments “‘“‘where a local shipment follows quickly upon an interstate 
shipment and yet is not to be deemed part of it, even though some 
aw bene shipment was contemplated when the original movement 

egan.”” 

While it is true that ordinarily where there are two routes 
between two points—one interstate and the other intrastate—it 
is the duty of the carrier to forward an unrouted shipment via 
the cheaper intrastate route, unless the intrastate route is 
neither reasonable nor practicable (McCaull-Dinsmore Co. vs. 6. 
N,. 47 I. C. C. 581; F. B. Woodbury Lumber Co. vs. Director Ger 
eral, 57 I. C. C. 324), this holding, in our opinion, is based upon 
the proposition that at the time the shipment is tendered it is 
not an interstate shipment unless the intrastate route is unre 
sonable, while an import shipment is interstate in character 
when tendered to the carrier, by reason of having originated be 
yond the port at which delivered to the carrier. 

Reconsignment—Back Haul 

Pennsylvania.—Question: With further reference to the 
question of back haul, involved in your answer to Pennsylvania, 
under the above caption, in the September 1, 1928, issue of the 
Traffic World. 

Either we did not make our position clear, or we have beel 
misunderstood in the matter and wish you would kindly advise 
further. 

Transcontinental tariffs provide for any route east of Chi- 
cago except that the Erie R. R. makes an exception that ns 
cars delivered to them in A point territory will not participate 
in the through rate but will have to move on combination. How 
ever, the Erie makes a further exception that cars delivered & 
them at Chicago moving via Carbondale to D. & H. Co., to J0 
son Jct. (which is Dunmore, Pa.), Erie via Lackawaxen to ™é 
Line and to destination, Jersey City, in this case, will particr 
pate in through rate. The car we have in mind and in instent 
did move this route. We contended that in the reconsigning # 
Jersey City Terminal we were entitled to the back haul bee 
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2] Ship by Water 
WILLIAMS LINE 


San Diego, Los neni San Francisco 
Oakland, Seattle and Tacoma 
FROM 


Baltimore, Philadelphia, 
New York and Norfolk 
SAILINGS EVERY 10 DAYS 


Thru bills of lading insured to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailings and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. Norfolk, Va. 
39 South St. Drexel Bldg. Oliver Bldg. Law Building 

And at our Branch Offices at ports of call, etc. 


Responsible— 
Reliable — Reasonable 


228-236 West Fourth Street 


“Surrounded by the Wholesale District” 


Merchandise Storage 
Low Insurance Rates 
Pool Car Distribution 
Freight Forwarders and Distributors 
City Delivery Service, Twice Daily 
Prompt and Efficient Service 
Excellent System of Stock Records 
and Reports 
Members: American Chain of Warehouses, American 
Warehousemen’s Association, Traffic Cl ub of K. C., 


Kansas City Chamber of Commerce, United States 
Chamber of Commerce. 


Write us for Information and Rates 


“The Most Useful 
Shipping Aid I Know’ — 


said Walter Brown, shipping executive of the 
Warren Brown Company, “is Signode Ten- 
sional Steel Strapping. The tools are so 
simple and clever. You can use it on most 
every type of shipment and have a safer and 
cheaper unit. 


“It certainly does save me time and, what’s 
more important, callings down on account of 
damaged shipments.” 


If you are not familiar with the 
Signode System, write today 
for new catalog No. 15. 


Consolidated Steel Strapping Co. 
2613 N. Western Ave. Chicago, IIl. 


SIGNODE 


The Sealed Steel Strapping 


We also manufacture round wire reinforcement, plain bex strapping, 
pail clasps, clutch nails, tag heoks, etc. 
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over the route car traveled to Johnson Junction, Pa. (Dunmore, 
Pa.), and payment of switching Johnson Junction, Pa. (Erie), to 
D. & H. Co., Scranton, Pa. 

Will you also kindly advise as to whether a consignee is 
justified in asking for back haul over 300 miles when carrier’s 
tariff provides for but 300 miles. 

Answer: In its opinion in California Table Fruit Company 
vs. A. T. & S. F. Ry. Co., 126 I. C. C. 700, the Commission consid- 
ered the question of the applicable rate on a shipment of grapes 
moving from Reedley, Cal., to Croxton, N. J., which shipment 
was reconsigned at that point to Scranton, Pa. It appears that 
the movement of this shipment was over the same route as your 
shipment. The Commission held that there was a back haul, or 
out of line haul, of 292 miles, based on the difference in the mile- 
age from Susquehanna to Scranton via Carbondale, i. e., 56 miles, 
and the distance from Susquehanna to Croxton via Lackawaxen, 
189 miles, plus the distance from Croxton to Scranton via Lack- 
awaxen and Johnson Junction, 159 miles, a total of 348 miles. 
In your instance, however, there were two reconsignments—one 
from Scranton to Jersey City and the other from Jersey City to 
Scranton. Even assuming that the rate to Jersey City is ap- 
plicable via Scranton over the route the shipment moved, it is our 
opinion that the rate to Scranton, that point being considered 
the final destination of the through movement, does not apply 
via Scranton to Jersey City and back to Scranton, for the rea- 
son that a rate to a given point does not apply through that 
point to another point and back to that point. See Jackson 
Traffic Bureau vs. A. & V. Ry. Co., 87 I. C. C. 258, in which case 
the Commission on page 259 said: 


: The principal issue is whether or not the 36% cent joint rate was 
in effect from Augusta to Jackson over the route traversed. The 
fact, shown by defendant, that the joint rate did apply over a route 
not used is of no force in this case. The rate applicable on a particu- 
lar shipment necessarily is the tariff rate in effect over the route 
traversed when the shipment is made. The contention that the joint 
rate was applicable through Jackson to Vicksburg and back to Jack- 
son because not restricted as to routing, is founded upon an unreason- 
able construction of the tariff. Manifestly a rate from one point to 
another does not contemplate movement beyond destination. 

We find that “‘the tariff rates in effect to and from the reconsign- 
ing point, plus reconsigning charges,’’ were applicable on the ship- 
ment, and that it was overcharged $16.50. This conclusion rests 
squarely upon the provisions of the governing reconsignment tariff, 
and accords full recognition to the through interstate nature of the 
transportation. It is consistent with the established principle, reit- 
erated in B. & O. S. W. R. R. Co. vs. Settle, 260 U. S. 166, cited by 
defendant, that the through tariff rate is the only lawful rate on an 
interstate shipment. 


The rate to apply, therefore, is, in our opinion, the rate to 
Jersey City plus the out of line charge, in the event that the 
rate to Jersey City is not applicable via Scranton, to which 
is to be added the rate from Jersey City to Scranton, plus the 
reconsignment charges. 

With respect to the last paragraph of your question, see 
Miller vs. P. M. Railway Co., 115 I. C. C. 461. In this case the 
Commission, on pages 462 and 463, said: 


The back haul charge sought by complainant was that published 
for distances of 200 and over 150 miles. No rates were or are provided 
for detours or back hauls on the lines of these carriers in excess of 
300 miles. The distance from Corning to Old Forge and back to Corn- 
ing, on the through route, exceeds 480 miles. The reconsignment of 
the shipment at Old Forge, therefore, did not come within the pro- 
visions of the tariff governing detours or back hauls. The applicable 
rate was a combination rate of 78.5 cents, composed of joint fifth- 
diass rates of 50 cents to Old Forge and 28.5 cents beyond. No charge 
for reconsignment was provided by defendants’ tariff where a ship- 
ment had been placed for unloading and was forwarded at the current 
rates in force from the point of reconsignment, and the reconsignment 
charge of $6.30 assessed for reconsignment at Old Forge was, there- 
Ste inapplicable. The shipment was overcharged in the amount of 


19.95 
Demurrage—Average Agreement—Weather Interference 


Connecticut.—Question: We note in recent issue your reply 
to Illinois on “Demurrage—Weather Interference.” Kindly ad- 
vise if where one is on an average agreement, free time would 
be extended due to weather interference. 

Answer: In Section E of Rule 9 of Agent B. T. Jones’ 
Freight Tariff No. 4H, I. C. C. 2003, it is provided that a party 
who enters into this average agreement shall not be entitled to 
include therein -cars subject to Paragraph 1 of Section A of 
Rule 8, which covers weather interference. See, with respect 
to this question, the Commission’s opinion in Davis Sewing 
Machine Co. vs. P. C. C. & St. L. R. R. Co., 51 I. C. C. 191, on 
page 193, of which the Commission said: 


We are unable to rte the conclusion reached in that case. 
Under defendant’s essentially similar rules demurrage was and is 
assessable for detention beyond the free time, except that under the 
straight demurrage arrangement provision is made for an extension 
of the free time in case of bunching of shipments through the fault 
of the carrier, which concession is waived under an average agree- 
ment. The rules make no provision for additional free time for car 
detention on account of bunching resulting from an act of God. For 
any departure from those rules defendant would be guilty of a viola- 
tion of the act. One of the purposes of the average agreement is, by 
credits for cars promptly released, to take care of detention caused by 
bunching and weather interference. Alan Wood Iron & Steel Co. vs. 
P. R. R. Co., 24 I. C. C. 27; Michigan Manufacturers Association vs. 
P. M. R. R. Co., 31 I. C. C. 329; Castner, Curran & Bullitt vs. P. Co., 
42 I. C. C. 3. It would seem to us a strange principle that would 
permit a carrier to decline, under the average agreement, responsibil- 
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ity for the bunching of cars by its own act or neglect, and at th 
same time hold it accountable for bunching resulting from no fay 
of its own. ult 


Damages—lInvoice Value 


Minnesota.—Question: In the matter of problem of the 
measure of damage for loss of coal where the amount is legs 
than 1 per cent. We have a letter dated September 6, whic, 
reads: 


Included in your claim you are asking a refund of freight charges 
but the difference is less than 1 per cent of the mine billed weight and 
the tariff provisions will not permit us to refund such Charges 
Therefore will ask that you eliminate same from your claim and let 
us have an amended bill on the basis of the value of the coaj and 
upon receipt of this amended bill a draft will be issued in your favor 


In consideration of the problem as to the proper measure 
of damages upon a coal loss where amount is less than 1 pe 
cent, would it not be well to consider the measure of damages 
upon a shipment such as follows: 

An item, 20 kegs common nails, value at Chicago $4.00 pe 
keg. Freight charges 2,000 pounds at 60 cents per hundred, or 
$12.00 freight. 

Shipment arrived short 8 kegs, which are never delivereg 
but freight paid upon the full lot for 2,000 pounds, with nots, 
tion of shortage. 

Shall the claim be presented upon the basis of actual cog 
or loss, $4.00 plus 60 cents per keg? 

Answer: Ordinarily the measure of damages for loss of or 
injury to goods is the market value at point of destination, legs 
freight charges if not paid. In numerous cases this principle 
is laid down, among which are the following: Y. & MV.R 
Co. vs. Shell, 265 S. W. 758; Zimmers vs. Southern Ry., 92 Sou, 
4387; Liberty Sales Co. vs. Director General, 198 N. Y. §S. 253: 
Orange National Bank vs. Sou. Pac. Co., 110 Sou. 329; Waters 
vs. Beckers, 186 N. W. 167; Forest Green Farmers Elec. (Co, 
vs. Davis, 270 S. W. 394. 

Damages for loss of goods in transit are to be computed 
at the time and place of delivery and not at time and place of 
shipment. Leominster Fuel Co. vs. N. Y. N. H. & H., 1b4 NE 
831; G. C. & S. F. vs. Buckholts State Bank, 258 Sou. 491; Y. & 
M. V. vs. Delta Grocery & Cotton Co., 98 Sou. 777; Heidritter 
Lumber Co. vs. C. R. R. of N. J., 122 Atl. 691; Crail vs. Ill. Cent, 
12 Fed. (2d) 459. 

The invoice price, where there is an established market 
value at point of destination, may not be used to measure the 
carrier’s liability under the decisions in the following cases: 
Y. & M. V. R. Co. vs. Delta Grocery & Cotton Co., 98 Sou. 777; 
L. & N. R. Co. vs. Shaeffer, 280 S. W. 974; Hatch vs. N. Y. C, 
203 N. Y. S. 807; King vs. G. H. & S. A. Ry. Co., 379 S. W. 491; 
P. & S. F. R. Co. vs. Shell, 265 S. W. 758. 

The invoice price, however, is some evidence of market 
value, but does not in itself constitute market value. See M. & 
M. Trans. Co. vs. Branch, 282 Fed. 494; Smith vs. L. & NR 
Co., 209 N. W. 465; Kuney vs. C. & N. W. Ry. Co., 107 N. W. 
708; Collins & G. R. Co. vs. Beasley, 136 S. E. 167; Feelyater 
vs. C. M. & St. Paul, 190 N. W. 193; The Cabo Villano, 18 Fed. 
(2d) 220; Sou. Ry. Co. vs. Northwestern Fruit Exchange, % 
Sou. 382; A. C. L. R. Co. vs. Stovall-Pace Co., 118 S. W. 68; 
The Asuarca, 13 Fed. (2d) 222; N. Y. P. & N. R. Co. vs. Bur 
dick-Taylor-Corbin-Handy Co., 122 S. E. 261; Davis, Director 
General, vs. Zimmern, 99 Sou. 307. 

In the voluntary settlement of claims the invoice price is 
a convenient basis for determining the amount of the claim. 

While, of course, we cannot locate any cases which lay 
down any rule for the voluntary settlement of claims, it is our 
opinion that if the original invoice price is used freight charges 
should be added thereto, inasmuch as if the destination price 
is used they are included therein upon the theory which under: 
lies, as we understand, the use of the invoice value, namely, 
that it represents approximately the market value at point of 
destination. a 

It is true that, where the market value at destination } 
used, the freight charges, if not paid, are to be deducted from the 
amount thereof, upon the theory that the transportation of the 
goods results in the enhancing of the value of the goods. If 
the original invoice price without the addition of freight charges 
is used, the shipper necessarily is deprived of any enhancemelt 
in the value of the goods resulting from the transportation of 
the goods, and therefore should, in our opinion, receive it 
addition to the original invoice price the amount of the freight 
charges which will result in an approximation of the market 
value at point of destination. 


Tariff Interpretation il 

Colorado.—Question: Will you kindly give us your opinid 
on the following: _ 

A mik and cream tariff carries the following provision: 
cans packed in ice in boxes or in other outside covering, 

When milk or cream is packed in cans described above ther 
is a 20 per cent increase in rate. You will note particularly 
that there is no comma in the above provision until after e 
word “covering.” 

In your opinion does this provision mean “in cans 
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OCEAN SERVICE 


THE TRAFFIC WORLD 


ON ALOT ALAA NC LLL LLL 
OCEAN DOMINION STEAMSHIP CORPORATION 


(Subject to change without notice) 

Ports “Haiti” |*‘Achilles”’ “Halti’’ | A Steamer “Halti”’ A Steamer 
nn a 
WEWYORK.SI.| suiy 11} uty 26 | August 4] August 17 | August 31 | September 14 
gt, THOMAS July 17 (Leaves /|August 10 (Leaves September 6 (Leaves 
gt, CROIX...-- July 17 | Norfolk, Va.,| August 11/Norfolk, Va.,) September 7 | Norfolk, Va. 
gt. KITTS....- July 18 4 days August 12 4 days September 8 4 days 
ANTIGUA...--- July 19 before August 13 before September 9 before 
GUADELOUPE. | July 20) New York) | August 14] New York) | September 10} New York) 

Rectan dhend: Teeter ret Rese none st 
DOMINICA..... July 21 August 15 September 11 

cxcnthdhtd edict SS poi i a en 

WARTINIQUE..| July 21 August 15 September 11 

ce | ce Pe oo 

gt, LUCIA..... July 22 August 16 September 12 

Oe | |] ej qj] oe gryj—\qc— 
BARBADOS.... | July 23 August 16 September 12 

scien atalaaanpined 

TRINIDAD..Arr.| July 25] August 5 | August 18) August 27 | September 14| September 24 
—————— TS LT 
TRINIDAD. .Ly.| July 25 August 19 September 15 

—Eee ee a EE —_ — —————EE———_—_— 
GRENADA......| July 26 August 26 September 16 
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$7. VINCENT..| July 26 August 21 September 17 
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DOMINICA..... July 27 August 22 September 18 
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GEORGETOWN. August 8 August 30 September 27 
PARAMARIBO.. August 10 September 1 September 29 
CAYENNE...... August 12 September 3 October 1 

PTON 
WHOADS. Arr. | August 1 August 28 September 24 
NEW YORK. Arr. | August 2 August 29 September 25 





FOR RATES, PERMITS, AND FURTHER INFORMATION APPLY TO 


OCEAN DOMINION STEAMSHIP CORPORATION 


WHITEHALL euneene 17 BATTERY PLACE, NEW _— NEW YORK 
LEPHONE BOWLING GREEN 9701 
NEW YORK “TERMINALS: PIER 52, EAST RIVER 


MONTREAL, P. pent ge | ROAzs. VA. 


Q. 
Ocean Dominion Steamships of _ Ltd. Chesapeake S$ Compan: 
TH | Board of Trade B mi Citizens ee Bide. — 
Montreal, P. a” Norfolk, Va. 















Direct Service 
LOS ANGELES (wilmington—Berth 188) 
SAN FRANCISCO (Pier 41) 
OAKLAND (Grove Street Pier) 







From Intercoastal 


PORT NEWARK, N. J. (New York Harbor) 
Served by: 


vania Railroa 
Central Railroad of New Jersey 
Lehigh Valley Railroad 










Steamer 


CC 


AND ALTERNATE WEDNESDAYS THEREAFTER 











— Gulf-Intercoastal 


MOBILE, ALA. (finn ests pocks) Steamer 
Sie A REAR AS SUNEWCO 
October 11 
ii thls hs ceed SUNELSECO 

AND ALTERNATE THURSDAYS THEREAFTER 


TRANSMARINE LINES 


Port Newark Terminal 












General Offices: 
5 Nassau St., New York City 







Telephone Mulberry 4300 Telephone Rector 0020 
Agencies: Buffalo, Chi Los Angeles, Mobile, 
Oakland, Pittsburgh, h, San Francisco, ttle P 
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When Time 
Counts! 


















In a distant part of the city, a tiny flame 
licks its way through to a draft of air. 








Soon a blazing inferno may be roaring its 
way through the building. 







A signal flashes in every fire station of the 
city. 


Not a Moment Is Wasted! 


The fire-fighters are on their way! 













Bells clang and sirens shriek a warning. 
The usual stream of pedestrian and auto 
traffic must come to a halt at street inter- 
sections. 


Right-of-way for the fire department! 


































Every Minute Counts! 


They Must Get Through! 
—So itis .. . with 


Traction Dispatch 
Freight 


It Must Get Through 


YOUR 
TRACTION 
DISPATCH 

FREIGHT 


Has the Right-of-Way between 
OHIO and INDIANA points 























































Inquire 


The 1.C.& E. Traction Lines 


Wm. R. Huffer, Traffic Manager, Springfield, O. 
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in ice in boxes, or in cans packed in ice in other outside cover- 
ing,” or does it mean “in cans packed in ice in boxes, or in 
cans packed in other outside covering”? 

Answer: It is our opinion that under the provision of the 
milk and cream tariff which you quote, these commodities may 
be shipped when in cans, packed in ice, in boxes, or when in 
cans packed in icé in other outside covering; that is, the cans 
must be packed in ice, whether boxes are used or whether other 
outside covering is used. 

Limitation of Action—Overcharges 

Texas.—Question: Please refer to your answer to “Wis- 
consin” on page 556 of the Traffic World of September 8, 1928, 
regarding limitation of actions for overcharges. 

I believe the courts and/or the Commission have held that 
a cause of action under section 16 of the act accrues at the 
time the freight charges are paid. In other words, while the 
shipment in question appears to have been delivered in Decem- 
ber, 1924, the additional charges were unlawfully collected in 
September, 1926, and it is then the cause of action must be 
said to accrue. 

Section 16, paragraph 3, subdivision (e) specifically states 
that the cause of action shall be deemed to accrue upon de- 
livery or tender of delivery of the shipment, but it is perfectly 
obvious that no cause of action can accrue until the act has 
been violated. I am quite sure this is the view the courts have 
taken, and it is further my opinion that the interested party 
has a cause at common law for money had and received, be- 
cause I do not believe that a carrier can make an unlawful 
collection of money and make that collection attach to some 
transaction in interstate commerce performed long before the 
unlawful collection is made. 

Your further opinion will be appreciated. 

Answer: In the Louisville Cement Company case, 246 U. S. 
638 (see page 1012 of the May 11, 1819, Traffic World), the 
Supreme Court of the United States held that the date of the 
collection of the overcharge, and not the date of the delivery 
of the shinment, fixed the date from which the limitation period 
should run. 

However, in subdivision (e) of paragraph 3 of section 16 
of the interstate commerce act, Congress has provided that the 
cause of action in respect of a shipment of property shall, for 
the purposes of section 3, be deemed to accrue upon delivery 
or tender of delivery thereof by the carrier, and not after. 

This same section of the act in subdivision (d) gives a 
shipper a right of action before the Commission in the event 
a carrier collects charges after the expiration of the two-year 
period provided for in subdivision (b) of section 3. See Abels 
& Taussig Lumber & Tie Co. vs. C. M. & St. P. Ry. Co., 115 
I. C. C. 205. 

Unless a shipper avails himself of the provisions of sub- 
divisions (c) and (d) his right of action is barred after the 
expiration of the statutory period provided for in subdivisions 
(b) and (c) of section 3 of the act. 


TELEPHONE COMPANY EARNINGS 


Large telephone companies in the six months ended with 
June had an operating income of $127,921,762, as compared with 
$117,711,849 for the same period of 1927, an increase of 8.7 per 
cent, according to the monthly statement prepared by the Com- 
mission’s bureau of statistics from reports of companies having 
annual operating revenues of above $250,000. For June the 
operating income was $21,477,624, as compared with $19,539,890 
in June, 1927, an increase of 9.9 per cent. The number of com- 
pany stations in service at the end of June was 15,204,342, as 
compared with 14,446,149 at the end of June, 1927, an increase 
of 5.2 per cent. 


TRAIN CONTROL STATISTICS 


The Commission has issued a tabulation of statistics per- 
taining to signals, automatic train control, and the telegraph 
and telephone for transmission of train orders as used on the 
railroads of the United States as of January 1, 1928. 

The statistics show that 112,992.4 miles of railroad oper- 
ated under the block system, of which 53,616.5 miles of road 
were automatic and 59,375.9 non-automatic. Compared with 
January 1, 1927, there was an increase of 4,150.4 miles in length 
of road operated by the automatic block system and a decrease 
of 1,986.2 miles of road operated by the non-automatic block 
system. 


DISTINCTIVE NAMES FOR CARS 

The Pennsylvania Railroad is giving individual and dis- 
tinctive names to forty-five new theatrical scenery cars and 
twenty-five horse express cars now being turned out of the 
Altoona works for road service. The scenery cars will be named 
after great actors, actresses, musicians, singers, and famous 
characters in dramatic and operatic productions. The horse ex- 
press cars will bear the names of the great race tracks of the 
country. Among the scenery cars will be the “Edwin Booth,” 
“John Drew,” “Sarah Bernhardt,’ “Macbeth,” “Faust,” “Robin 
Hood,” “Shylock,” “Wagner,” “Mozart,” “Victor Herbert,” 








THE TRAFFIC WORLD 


Vol. XLII, No. 12 





“Caruso” and “Jenny Lind.” Some of the horse expregs 
will be called “Havre de Grace,” “Churchill Downs,” “Belmont 
Park,” “Pimlico,” “Bowie,” “Arlington Park,” “Lincoln Field” 
“Beulah Park,” “Saratoga Springs,” “Jamaica,” “Jefferson Park” 
and “Fairgrounds.” The naming of these cars is a developmen 
of the policy recently adopted by the Pennsylvania Railroad 
when it gave characteristic names to the limited trains in it 
freight service. In some cases these names typified speed tn 
certainty; in others, they had historic significance, ang still 
others related to the kind of service performed by the train or 
the territory through which it operated. The idea also ha, 
been extended to many Pullman cars operating in the company’s 
limited passenger trains. These have received names charae. 
teristic of the cities which they serve. 


CHANGES IN DOCKET 


Hearing in No. 21023, Oklahoma Steel Castings Co. ys. y. p 
R. R. et al., assigned for September 22, at Tulsa, Okla., before 
Examiner Fiedler, was canceled. 

21399, Kuhn Paint & Varnish Works vs. A. & L. M, Ry 
et al., was set for hearing in Chicago September 17. sad 

20718, South Georgia Traffic Bureau, Tifton, Ga., for F, ¢ 
Burnett vs. A. C. L. R. R. et al., and portions fourth section ap- 
plications Nos. 703, 1530 and 2045, were set for hearing at Tiftop 
Ga., September 20. 

Hearing in No. 21141, Shelburne Cooperative Creamery (o, 
vs. Rutland R. R. et al., assigned for September 21, at Boston 
Mass., before Examiner McGrath, was canceled. : 

Argument in No. 17922, Carolina Bagging Co. vs. S. A. L, 
Ry. et al., assigned for Washington, D. C., September 17, was 
canceled. 


PHILADELPHIA COLD STORAGE WAREHOUSE 


The Pennsylvania Railroad’s new cold storage warehouse 
at Oregon and Delaware avenues, Philadelphia, was completely 
opened to the produce and dairy trade of the city September 15, 
This final unit in the railroad’s perishable freight terminal in 
South Philadelphia provides on its eight floors 2,000,000 cubic 
feet of cold storage space, refrigerated and ventilated by the 
latest and most efficient equipment. It will be operated by the 
General Cold Storage Company of Philadelphia, of which George 
L. Morrison is president. 


RAIL FUEL ECONOMY 

“The greatest efficiency for any corresponding period on 
record in the use of fuel by road locomotives was attained by 
the Class I railroads of this country in the first six months of 
1928,” says the American Railway Association. 

“An average of 131 pounds of fuel was required during the 
first six months of 1928 to haul 1,000 tons of freight and equip. 
ment, including locomotive and tender, a distance of one mile. 
This was the lowest average ever attained by the railroads since 
the compilation of these reports began in 1918, being a decrease 
of four pounds under the best previous record established in the 
first half of 1927. 

“The railroads, in the six months’ period this year, for every 
pound of coal or its equivalent used, hauled 7.6 tons of freight 
and equipment one mile. 

“In other words, for every 2.1 ounces of coal the railroads 
hauled an average of one ton of freight and equipment one mile. 

“Class I railroads in the first half of 1928 utilized for road 
locomotive fuel 46,225,638 tons of coal and 1,006,913,475 gallons 
of fuel oil.” : 





Digest of New Complaints 


py 


No. F oage 7. No. 5. Gilliam Oil Co. et al., Gilliam, Mo., vs. Santa 
e et al. 
Unreasonable and illegal rates on petroleum and its products, 
from points in Arkansas, Kansas, Louisiana, Oklahoma and Texas 
to points in Missouri. Asks rates for future and reparation. h 
No. 21228. Sub. No. 1. Creomulsion Co., Inc., Atlantic, Ga., vs. South 
ern et al. 
Unreasonable rates and charges on glass bottles, from Alton, 
Ill., to Griffin, Ga. Asks rates for future and reparation. West: 
No. 21315. Akin Gasoline Co., Tulsa, Okla., vs. Chicago Great Wes 
ern et al. 
Unreasonable rate on tank carload of gasoline, from Okemah, 
Okla., to Winthrop, Minn. Asks rate for future and reparat 
No. 21316. Kentucky Independent Oil Co., Covington, Ky., vs. L, & 4. 
et al. on 
Rates or charges in violation of sections 1 or 6 of the act, 0 
gasoline from points in Kansas, Oklahoma and Texas to Central 
Covington, Ky. Asks cease and desist order. al 
No. 21317. Graver Corporation, East Chicago, Ill., vs. Southern et . 
Rates and charges in violation of sections 1 and 6 of the ~ 
on tanks from Louisville, Ky., to Shreveport, La., some of bo 
shipments including boiler tubes, iron valves, bolts, rivets, asbe 
gaskets and iron pipe, upon which unlawful charges were assessed. 
Asks rates for future and reparation. Haven 
No. 21318. The Wallace Barnes Co., Bristol, Conn., vs. New 14 
et al. 
Unreasonable rate on iron and steel rods from Phillipsdale, R.1, 
to Forrestville, Conn. Asks reparation. t al 
No. 21319. Tulsa (Okla.) Traffic Association vs. C. R. I. & P. &® 


















, No. 19 


88 Cars 
Belmont 
Field,” 
n Park” 
lopment 
Railroad 
§ in its 
eed and 
nd still 
train or 
180 has 
mpany’s 
charac. 


rs. M. P. 
» before 


M. Ry. 


or F, ¢, 
‘tion ap- 
t Tifton, 


hery Co, 
Boston, 


5. A.A, 
17, was 


E 

arehouse 
mpletely 
mber 15, 
minal in 
00 cubic 
| by the 
d by the 
1 George 


eriod on 
ained by 
onths of 


ring the 
1d equip- 
ne mile. 
ids since 
decrease 
2d in the 


‘or every 
f freight 


railroads 
yne mile. 
for road 
) gallons 


| 


———" 


vs. Santa 


products, 
nd Texas 


s. South: 
m Alton, 
at West: 
Okemah, 
TEEN 


e act, 0 
o Centra 


ern et . 
' the ac 
1e of the 
, asbestos 
assessed. 
w Havel 
lale, R.I. 


p, et a 


geptember 22, 1928 


DENVER, COLORADO 












FIREPROOF WAREHOUSES ON TRACK 
Free switching to warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rates 15 cents. Loans ne- 
gotiated. Office rentals. The Weicker Transfer & Storage Company 











LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Angeles and San Francisco 

Free and U. 8. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Les Angeles er San Francisce 
and would suggest that you complete your file by requesting 
- the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 












The Cotton Concentration Company 


Incorporated 





Concentrators and Distributors of Cotton 
and General Merchandise 


Located at GALVESTON, TEXAS 


The World’s Largest Cotton Port 






















Six High Density Compresses, Capacity 6,000 Bales 
Per Day. 


Eosuiprea with Sprinkler System Throughout. 






Reiabie Transportation at a Moment’s Notice. 





G arious Warehouses’ Storage Capacity 400,000 Bales 
of Cotton. 


ntegrity of Our Warehouse Receipts Is Unques- 
tioned. 


apacity of Tracks Serving Plants Over 500 Cars. 










Established System of Service. 


















WE NEITHER BUY NOR SELL COTTON 


We Care Not “From Whence It Comes Nor 
Whither It Goes,” That’s Your 
Business and Yours Only 


J. GARRISON 
Vice-Pres. and Gen’] Manager 











GEO. SEALY 
President 
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Great Lakes 


THE ONLY DIRECT ALL-WATER ROUTE 
SERVING WITHOUT TRANS-SHIP MENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


SHIP BY BARGE! 
via THE OPEN GATEWAY TO the SEA 


AFFORDING SHIPPERS 
Dependable Freight Service with 20% Savings in Rates. 
Delivery Alongside Steamers at New York Without Trans-shipment. 
Nothing Less Than Full Barge Loads Accepted. 650 gross 
tons constitute average barge load. Barges move in fleets of four 
(4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, Inc. 


MEMBERS 25 Broadway, New York City, N. Y. 
.t oa — Buffalo Office: Chamber of Commerce Bldg. 



















Consider 


the Time 
Element! 


When you ship tothe Orient via Seattle on 
‘President Liners” you are assured of fast, 
dependable service over the short route 
to Yokohama, Kobe, Shanghai, Hong 
Kong and Manila. The service is direct and 
frequent with sailings every other Saturday. 
Arrivals each alternate Monday. Thru bills 
of lading issued to all Oriental ports. 


In addition seven express “‘Cargo Liners” 
to serve you. 















T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 
W.G. ROCHE, Inc. . Agt. R. W. BRUCE, Gen. Agt. 
1714 Dime Bank Bias 110 So. Dearborn St. 
Detroit, Mich. Chicago, Ill. 
L. L. BATES, General Freight Agent 
1519 Railroad Avenue South, Seattle, Washington 
76 offices in 22 countries at your service 


American Mail Line 
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Rates in violation of sections 1, 2, 3 and 15 of the act, on iron 
and steel articles from St. Louis and points basing thereon, fabri- 
cated at Tulsa, destined to stations on Rock Island in’ Oklahoma. 
Asks cease and desist order and rates for future. 

No. ‘21320. Freight Traffic Department, Concord (N. H.) Chamber of 
Commerce vs. Boston & Maine. . 

Rates in violation of sections 1 and 3 of the act, on various 
commodities between Boston, Mass., and Concord, N. H., in both 
directions. Asks rates for future and reparation. 

No, 21320. Sub. No. 2. New England Traffic League et al., Boston, 
Mass., vs. Boston & Maine et al. 

Same complaint as to transportation of property between all 
points in New England Zone A. Asks rates for future. 

No. 21321. The Salina (Kan.) Chamber of Commerce et al. vs. Santa 
Fe et al. 

Rates in violation of sections 1 and 4 of the act, on dressed 
poultry, butter and eggs, straight or mixed carloads, from Salina, 
Kan., to Boston, Mass., Detroit, Mich., Newark, N. J., Buffalo and 
New York, N. Y., and Philadelphia and Pittsburgh, Pa., and other 
destinations. Asks reparation. 


No. 21322. Steel Tank and Pipe Co. of Oregon, Portland, Ore., vs. 
Great Northern et al. 
Rates in violation of sections 1 and 6 of the act, on steel pipe 
from Portland, Ore., to Hillyard, Wash. Asks rate for future 
and reparation. 


No. de waarmee Co., Inc., et al., St. Petersburg, Fla., vs. A. C. 
' . et al. 

Unreasonable rates on lime, common, hydrated, quick or slacked, 
to Clearwater and St. Petersburg, Fla., from all shipping points 
of lime shown as points of origin in J. H. Glenn’s I. C. C. A595, 
and from Genoa, Woodville and Gibsonburg, O. Asks rates for 
future and reparation. 


No. 21324. Fruit Products Co. of Florida, Eagle Lake, Fla., vs. A. C. L. 

: Unreasonable rates on canned grapefruit from Eagle Lake, Fla., 
to Tampa and Jacksonville, Fla., when destined beyond those 
points and moving beyond them by water. Asks rates for future 
and reparation. 


No. ey wees Products Co. of Florida, Eagle Lake, Fla., vs. A. C. 

4 et al. 

Unreasonable rates on canned grapefruit and canned grapefruit 
juice from Eagle Lake, Fla., to points in West Virginia, Ohio, 
Indiana, Illinois, and other states in C. F. A. territory, and to 
St. Louis, Mo., and Richmond, Va. Asks rates for future and 
reparation. 

No. 21326. The Coshocton Glove Co., Coshocton, O., vs. A. C. L. et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on cotton piece goods and cotton knit fabric in tubular form, in 
the original piece, in any quantity lots, from Cordova, Ala., Athens, 
Ga., Lindale, Ga., Fayetteville and Newton, N. C., and Langley, 
S. C., to Coshocton, O. Asks reparation. 


No. 21327. Wm. P. McDonald Construction Co., Flushing, L. I. vs. 
Birmingham Southern et al. 

Rates and charges in violation of first three sections of the 
act, on coal tar from, Ensley and Woodward, Ala., to Florida 
points. Asks reparation. 

No. 21328. Gillen Cole Co. et al., Portland, Ore., vs. C. B. & Q. et al. 

Unreasonable rates and charges on fire brick and fire clay 
from Pueblo, Colo., to points in Oregon and Washington. Asks 
rates for future and reparation. 

No. or Jamestown Baking Co., Inc., Jamestown, N. Y., vs. B. & O. 
et al. 

Unreasonable rates and charges on printed waxed wrapping 
paper from Columbus and Middletown, O., to Jamestown, N. Y. 
Asks reparation. 





Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
latiéns and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


September 24—St. Louis, Mo.—Examiners Carney and Mackey: 
20277—-Rates on Bituminous Coal from points in Mo. to Kansas 
City and St. Joseph, Mo. 


September 24—St. Paul, Minn.—Examiners Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10, Hay. 
16502—Board of Railroad Commissioners of the State of South Da- 
kota vs. C. & N. W. Ry. et al. 
19222—-Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
ie — Application 13040—Hay from South Dakota (further 
earing). 


September 24—Wichita, Kans.—Examiner Fiedler: — 
20999—Wichita Flour Mills Co. vs. A. T. & S. F. Ry. et al. 


September 24—Boston, Mass.—Examiner McGrath: 
21018—Edmund D. Codman vs. B. & M. R. R. et al. 


September 24—Miami, Fla.—Examiners Hill and Glenn: 
20080—The Southern Cotton Oil Co. et al. vs. F. E. C. Ry. 


September 24—Nashville, Tenn.—Examiner Pyle: 
20925—G. P. Rose, Jr., vs. L. & N. R. R. et al. 


September 24—Argument at Washington, D. C.: 
— Wichita Chamber of Commerce et al. vs. A. T. & S. F. 
y. ot al. 
14865—The Hinde & Dauch Paper Co. vs. C. C. C. & St. L. Ry. et al. 
1. & S. 3095—Newsprint Paper from Lake Charles, La., to La. points. 


September 24—Fort Worth, Tex.—Examiner Simons: 
1 Texas Livestock Shippers’ Protective League et al. vs. Di- 
rector General, as agent, A. & S. Ry. et al. 
11018—Wichita Board of Commerce et al. vs. D. G., A. & W. Ry. 


et al. 
i hamber of Commerce of Kansas City, Mo., vs. A. & W. Ry. 
et al. 
13619—Ross Bros. Horse and Mule Co. et al. vs. U. P. R. R. et al. 
13627—Burnett-Yount Horse & Mule Co. et al. vs. A. & S. Ry. et al. 
1. & S. 2389—Rates on horses and mules to, from or between South- 
western pts. 
1. & S. 1483—Horses and mules from Kansas City, Mo., and Wichita, 
Kans., to New Orleans, La., Memphis, Tenn., and other points. 
13237—In the Matter of Interstate and intrastate rates for trans- 
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No. 21330: Lake Charles Harbor & Terminal District, Lake Charl 
La., vs. Brimstone R. R. & Canal Co. et al. Tles, 
Rates in violation of sections 1 and 3 of the act, on rice 
products thereof, from points in Louisiana and Texas to Merwe 
Lake. .Charles,. La., shipside,.:moving..in foreign and coastwit, 
commerce. Asks rates for future, : Be 


No. 21331. Metal & Thermit Corporation, New York, N. Y., ys. Thli- 
iy! 


































































noios: Central et al. 

Charges in violation of sectiogg 1 and.8 of the act, on co 
from Martwick, Ky., to East Ch al, 
order and reparation. 

No. 21399. Kuhn Paint & Varnish Works, Houston, Tex., ys, Ark 
ansas & Louisiana Missouri et al. 

Unreasonable rates on linseed oil, from Milwaukee, Wis., Freq 
onia, Kan., Minneapolis and St. Paul, Minn., and Chicago Tl. 
to Houston, Tex. Asks rates for future and reparation. ° ” 

No. 21320.:Sub. No. 1. International Shoe Co., Manchester, N. 1. ys 
Boston & Maine. athe 

Rates in violation of sections 1 and 3 of the act, on shoes dress 
ing and many other articles used by complainant from Boston, 
Mass., to Manchester, N. H. Asks rates for future and repara. 
tion. 

No. 21332. Advance Bag & Paper Co., Inc., et al., Boston, Mass,, ys 
B. & O. et al. as 

Rates and charges in violation of sections 1 and 3 of the act, on 
printing paper, other than newsprint, wrapping. paper, plain or 
printed, waxed wrapping paper, plain or printed, paper bags 
plain or printed, garment bags, plain or printed, shopping bags, 
plain or printed, and gummed paper tape, plain or printed, from 
points in Ohio to all points in Iowa, Missouri, Nebraska, Kansas 
Colorado and South Dakota, excluding all points on west bank 
of Mississippi River in Missouri and Iowa. Asks rates for future 
and reparation. 

No. 21333. The Rubber Association of America, Inc., et al., New York 
City, vs. Akron & Barberton Belt et al. 

Unreasonable rates and charges on crude rubber, carloads, from 
and to various points in official, southern and western classifica. 
tion territories. Ask fifth-class rating and reparation. 

No. 21334. The American Sugar Refining Co. et al., New York, N. y,, 
vs. C. B. & Q. et al. 

Rates in violation of first three sections of the act, on sugar, 
from New Orleans and other points taking New Orleans rates, 
or rates related thereto, to points in Texas and Oklahoma. Asks 
rates that will be reasonable and not unduly prejudicial when 
compared with rates to the same destination territory from beet 
sugar producing points in Colorado, Nebraska, Kansas, Wyoming, r 
Utah and Idaho. ‘ 

No. 21335. A. H. Belo Corporation et al., Dallas, Tex., vs. Arkansas 
& Louisiana Missouri et al. 

Unreasonable rates on printing ink, from Cincinnati, 0O., St. 
Louis, Mo., Clearing, Ill., and Chicago, Ill., and points taking 
same rates, to Dallas and Fort Worth, Tex. Asks reparation, 

No. 21337. J. J. Lane, Roswell, N. M., vs. Santa Fe et al. 

Unreasonable rates and charges on range or feeder cattle, from 
Willcox, Arik., to Avalon, N. M., and from Hachita to Elkins, 

N. M., via interstate route. Asks rates for future and reparation. 
No. 21337. Sub. No. 1. Same vs. Kansas City, Mexico & Orient of 
Texas et al. 

Unreasonable rates on range or feeder cattle, from Hachita, 
N. M., to Crowell, Tex., and from Pima, Ariz., to Crowell, Tex. 
Asks rates for future and reparation. 

No. 21338. Crescent Bed Co., Inc., New Orleans, La., vs. L. & N. 
et al. 

Charges in violation of sections 1 and 4 of the act, on metal 
beds and furniture, from New Orleans, La., to Sanford, Fla. Asks 
reparation. 


¥,Ind. Asks cease and desist 


portation of ordinary live stock from points in Nebraska to Omaha 
and S. Omaha, Neb., in their relation to rates on the same com- 
modity, in C. L., from points in Neb. to Kansas City and St. Jo- 
seph, Mo., and Sioux City, Ia. 

12268—Board of Railroad Commissioners of State of S. D. vs. C. 
& N. W. Ry. et al. 

Fourth Section Applications Nos. 461, 462, 621, 673 and 678. (Further 
hearing.) ; 


September 24—Oklahoma City, Okla.—Examiner Fuller: 

13535—Consolidated Southwestern Cases. 

14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 

14416—Little Rock Board of Commerce vs. A. & S. Ry. et al. 

15463—St. Louis Chamber of Commerce et al. vs. A. & R. R. R. et al 

1. & S. 2097 and 2271—Rates to Southwestern Destinations (further 
hearing, respecting lawful rates on canned goods, in carloads, 
from and to points embraced in respective proceedings). 


7 25—Washington, D. C.—Examiner Boles: 

* Finance No. 7103—Application of Waco, Beaumont, Trinity & Sabine 

Ry. under Section 20a of Interstate Commerce Act for authority 
to issue and sell certain securities. 


September 25—Ft. Worth, Tex.—Examiner Fleming: 
1. & S. 3164—Bedding cars for livestock shipments in the south- 
west. 
September 25—Washington, D. C.—Examiner Sullivan: 
Finance No. 7017—Application of Cincinnati Union Terminal Co. for 
authority to issue capital stock, and of the B. & O. R. R., & 
& O. Ry., C. N. O. & T. P. Ry., C. C. C. & St. L. Ry., L. &N. 
R. R., N. & W. Ry., and Penna. R. R. for authority to acquire 
control of the Cincinnati Union Terminal Co. by purchase ° 
capital stock. 


September 25—Paris, Ill._—Examiner Binkley: 

20965—F rank B. Clinton et al. vs. B. & O. R. R. et al. 

17806—J. R. Blair et al. vs. C. C. C. & St. L. Ry. et al. (further 
hearing, for purpose of receiving proof as to amount of reparation 
due under Commission’s decision). 

September 25—Louisville, Ky.—Examiner Pyle: F 

a ~~ Y" eheeneae Broom Manufacturing Co. vs. A. T. & 8. * 

y. et al. 
September 25—Chicago, Ill—Examiner Johnston: ts 

1. & S. 3138—Chipboard, Fiberboard and Pulpboard from Gulf por 

to Eastern points. 
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If you have average ability, plus the determina- 
tion to win, we can show you a proven plan for 
achieving success in traffic. 


Two separate courses: (1) Traffic Specialization 
(2) Trafic Law and I. C. C. Procedure. Both 


(1) Rent teams and trucks? 


to all parts of Chicago? 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal Street, Chicago 


Established 1857 











Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO.,, Inc. 


27-29 Water Street, New York, U. S. A. 


Boston Offices 
92 State Street 








Get the facts! 


The growing importance of Dallas and the South- 
west market makes the following reports extremely 
valuable to the traffic executives of expanding 
organizations in all lines—write for any or all of 
them you wish: 1. Market Map of the Southwest. 
2. The Southwest—Six Billion Dollar Market. 
3. Dallas—Distribution Center. 4. Industrial Sur- 
vey of Dallas. 5. Dallas as a City in Which to 
Live. 6. The Growth of Dallas. 7. Texas Corpo- 
ration Laws. INDUSTRIAL DALLAS, Inc., 1148 
Chamber of Commerce Building, Dallas. 





Industrial and Distri 


Distribution Center of 
the Southwest -Twelve Million People 
Billion Dollar 


Six i eeeee 


PHILADELPHIA, PA. 


DELIVERY 
BREAKING UP 


Complete} FORWARDING [Service 


WAREHOUSING 





THE TRAFFIC WORLD 


SALARY INCREASED 28% 


“Knowledge gained while pursuing your course in Traffic Specialization was greatly 
responsible for a 28% increase in my salary after I had been studying with you for only 
O. C. WARRENFELT, Chief Clerk, 910 Merchants Bank Bldg., Indianapolis. 


D oO You Know That we 


(2) Distribute pool cars? 
(3) Make daily deliveries to suburbs as well as 











IAFF 





This unsolicited letter—one of many in our files—is positive proof of the plus value of our 
new and different traffic training. The unique practicability of the training—real work on 
genuine tariffs and bona fide cases—is what enables you to accomplish remarkable results in a 


GE ADIANCED 


CA Single Subject. Well Taught! 


608-618 S. Dearborn St., CHICAGO 
¥ Harrison 8649 


courses available by mail and through evening 
resident classes at Chicago. Registration for fall 
evening classes now open. Mail training available 
at all times. 


It costs nothing. to get the facts. Write, phone 
or call TODAY for full particulars. Let us show 
you how to “Get a Real Grasp on Traffic.” 


TERMINAL 


BUILDS BETTER BUSINESS 


MERCANTILE WAREHOUSING ANS DISTRIBUTING 




























Buenaventura. 










UNION TRANSFER CO. 


sussipiary PHILADELPHIA LOCAL EXPRESS 


Established 1867 


D Service delphia and to 250 S 
ee oe een eanten Delivery Charg 


DALLAS, TEXAS 


72,000 Sq. Ft. Floor Space 





For Lease 


Four stories, two units, 
private siding, nine-car 
spot, fireproof, sprin- 
kler system. Very low 
rate insurance. In 
wholesale district. 


E. B. DOGGETT 





PANAMA MAILS. S. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 

From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 

EASTBOUND SAILINGS 





From San Francisco From Los Angeles 


S.S. VENEZUELA............... Sept. 22 Sept. 24 
S. S. GUATEMALA .............. Oct. 6 Oct. 8 
S. S. AGWIDALE (Freight only) Oct. 20 Oct. 22 
S.S. COLOMBIA ...............- Nov. 10 Nov. 12 


Alse regular sailings for Mazatlan, Champerico, San Jese de 
Guatemala, Acajutla, La Libertad, La Union, Corinto, Amap 
Puntarenas, San Juan del Sur, Balbea and Cristobal (Panama) an 


Trans-Shipment et Paname for South Americe and European Ports 
Through rail export bills of lading issued in transcontinental 
terri: via San Francisco 
West Mexican and Central American ports. 


—OFFICES— 
140 S. Dearbern St., Chicago, Ill. 2 Pine Street, San Francisee, Cal. 
10 Hanover 8q., New Yerk, N. Y. 


and Los Angeles harbor honored to all 


548 S. Spring St., Les Angeles, Cal. 
























1004-26 Spring Garden Street 
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C.—Chief Examiner Butler: 


September 25—Washington 
ayy ys et al. vs. A. & R. R. R. 


6750—National Poultry, 
et al. (further hearing). 


September 25—Argument at Washington, D. C.: 
9847—Cook, Swan & touss © Corp. et al. vs. A. N. R. R. et al. 
20221—Barrett Co. vs. & W. R. R. et al. 
20444—Federal Metals Corp. vs. >. Pac. R. R. et al. 


September 26—Argument at Washington, D. c.: 
Finance No. 6705—Proposed Construction of Extension of Line by 
Grand Rapids & Indiana Ry. et al. 
Finance No. 6715—Abandonment of Branch Line by Chicago & North 
Western Ry. 
19487—Scharff-Koken Mfg. Co. vs. A. T. & S. F. et al. 


September 26—Washington, D. C.—Examiner Berry: 

18641—Potomac Electric Power Co. et al. vs. C. & O. Ry. et al. 
(Reopened and consolidated with I. & S. 3140. 

1. & S. 3140—Coal from Southern Region mines to Washington, D. C. 


a 26—Chicago, [ll—Examiner Johnston: 
& S. 3148 and ist Sup. order—Petroleum and its products from 
* points in Wyoming to S. D., N. D., Mont., Ia., Minn. and Neb. 


re 27—Kansas City, Mo. —Examiner Fielder: 
. & S&S. 3156—Transit Arrangements on Grain and related articles at 
Independence, Mo. 


September 27—Argument at Washington, D. C.: 
20124—The Columbus Packing Co. vs. N. &-W. Ry. 
Finance No. 6754—Construction of Branches 4 P. L. & W. R. R. 
Finance No. 6755—Control of P. L. & W. R. R. by Montour R. R. 
19756—Glidden Co. vs. A. C. & Y. Ry. et al. 
ee Paint & Varnish Mfgrs.’ Assn, et al. vs. A. C. & 
y. eta 


September 28—St. Louis, Mo.—Examiner Carney: 
* |, & §S. 3167—Petroleum and petroleum products from Oklahoma 
producing points to El Paso, Tex. 


September 28—Keokuk, Ia.—Examiner Clarke: 
1.&@ Ss. 3163—Vinegar between St. Louis, Mo., 
and Keokuk, Ia. 


September 28—Washington, D. C.—Examiner Curtis: 
1. & S. 3136 and two Sup orders—Class and commodity rates via 
Baltimore and Carolina S. S. Co. of Baltimore City. 


September 28—Chicago, Ill—Examiners Johnston and Crowley: 
1. & S. 3150—Milling and mixing of grain and grain products at 
Chicago, Peoria and Pekin district stop-over points. 


September 28—Argument at Washington, D. C.: 
19480—Inland Waterways Corp., operating Miss.-Warrior Service 
et al. vs. A. G. S. R. R. et al. 


October 1—Washington, D. C.—Examiner Boles: 

Finance No. 6951—In the Matter of the Application of the C. S. & 
St. L. Ry. under paragraphs (18) to (21), inclusive, Section 1 
of the Interstate Commerce Act, for a certificate of public con- 
venience and necessity for the acquisition and operation of Jack- 
sonville & Havana R. R. and for extension of operations over 
tracks of the C. B. & Q. R. R. between Waverly and Jackson- 
ville under a trackage agreement. 

Finance No. 7015—In the Matter of the Application of the C. S. 
& St. L. Ry. under Section 20-a of the Interstate Commerce Act 
for authority (A) to issue $250,000 of first and prior lien mortgage 
six per cent bonds, (B) to issue $1,500,000 of first equipment and 
refunding mortgage six per cent Series A Gold Bonds, (C) to 
issue 27,500 shares of common stock of five dollars par value 
per share, (D) to issue 16,500 shares of preferred stock of $100 
par value per share, (E) to pledge $376,000 of first and prior lien 
mortgage six per cent bonds. 


October 1—Boston, Mass.—Examiner Carter: 
1. & S. 3112—Coal from New England Ports to Interior New Eng- 
land points. 
21075 (and Sub. 1)—New England Traffic League et al. vs. B. & A. 


R. R. et al. 
21121—State of Connecticut vs. N. Y. N. H. & H. R. R. et al. 


October 1—Chicago, Ill—Examiners Worthington and Walsh: 
17000—Rate Strycture Investigation, Part 10, Hay. 
16502—Board of Railroad Commissioners of the State of South Da- 

kota vs. C. & N. W. Ry. et al. 
19222—Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
Fourth Section Application 13040—Hay from South Dakota (further 
hearing). 
October 1—Kansas City, Mo.—Examiners Carney and Mackey: 
13535—Corporation Commission of Oklahoma vs. A. & R. R. R. et al. 
14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 
(further hearing respecting lawful rates for application between 
Atchison, Leavenworth and Kansas City, Kan., and St. Joseph 
and Kansas City, Mo., on the one hand, and points in Kansas, Mis- 
souri, south of the Missouri River, Oklahoma, Arkansas, Texas 
and Louisiana, west of Mississippi River, on the other hand). 

21206—The Chamber of Commerce of Kansas City, Mo., et al. vs. 
A. T. & S. F. Ry. et al. 

21206 (Sub. -_ 1)—Wichita Chamber of Commerce, Wichita, Kan., 
et al. vs. A. T. & S. F. Ry. et al. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Competent traffic man, age 30, with broad 
traffic experience, desires connection with reliable company. Ad- 
dress O. L. L. 114, care Traffic World, Chicago, IIl. 


POSITION WANTED—Traffic manager now employed and in 
good standing wishes new connection. Several years with important 
rail and boat line association; eight years in New York City as ex- 
port traffic manager, with complete control of shipping, rail and 
ocean; now head of transportation department large industry having 
plants in Chicago and elsewhere. Operate private car line; expedite 
movements many cars daily; close student rate structures all terri- 
tories; have successfully handled many reduced rate proposals. Mem- 
ber Traffic Clubs of Chicago and New York City. Address H. N. H. 
128, care Traffic World, Chicago, III. 


HAVE your freight bill audited for overcharges by our rate 
experts. No service fee. Our commission only 40 per cent. Freight 
Bill Inspection Bureau, 7851 Lowe Ave., Chicago, IIl. 


FOR SALE—90 used Tengwall tariff file binders in perfect con- 
dition at a greatly reduced price. Address X. T. E. 132, care Traffic 
World, Chicago, Il. 


or E. St. Louis, IIl., 
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October 1—Kansas City, Mo.—Examiner Simons: 
12358—Texas Livestock Shippers’ Protective League et a), vs. Di 

rector General, as agent, A. & S. Ry. et al. 
ee Board of Commerce et al. vs. D. G., A. & W. Ry, 


13601 Chamber of Commerce of Kansas City, Mo., vs. A. & W. Ry, 

et a 

13619—Ross Bros. Horse and Mule Co. et al. vs. U. P. R. et al 

“S. ak Yount Horse & Mule Co. et al. vs. A. ai s. Ry. et al, 
. & S. 2389—Rates on horses and mules to, from or between ed 
* western pts. ‘i 

1. & S. 1483—Horses and mules from Kansas City, Mo., and Wichita, 
Kans., to New Orleans, La., Memphis, Tenn., and other points, 

13237—In the Matter of Interstate and intrastate rates for trans 
portation of ordinary live stock from points in Nebraska to Omaha 
and S. ——, Neb., in their relation to rates on the same com. 
modity, in C. from points in Neb. to Kansas City and §¢, Jo- 
seph, Mo., me" Sioux City, Ia. 

12268—Board of Railroad Commissioners of State of S. D. vs. ¢ 

& N. W. Ry. et al. 

Fourth Section Applications Nos. 461, 462, 621, 673 and 678. (Further 

hearing.) 


October 3—Chicago, Ill.—Examiners Johnston and Crowley: 
1. & S, 3155—Rules for handling less carload perishable shipments ip 
individual cars. 
October 3—Washington, D. C.—Examiner Curtis: 
20975—J. L. Weinberg vs. A. T. & S. F. Ry. et al. 


Congper \ aaa Wash.—Commissioner Lewis & Atty. Examiner 
arclay: 
17000—Part 5—Rate Structure Investigation. Furniture in so far 
as it embraces the classifications, ratings, rates, charges, rules, 
regulations and practices pertaining to the interstate transporta- 
tion of furniture. 
wif yo my of Rates on Furniture. 
I. 2828—Metal Furniture in C. F. A. Terry. 
13888-Hey wood: Wakefield Co. et al. vs. A. A. R. R. et al. 
18835—Grand Rapids Show Case Co. et al. vs. A. A. R. R. 
19306—Hey wood- Wakefield Co. et al. vs. A. & V. Ry. et al. 


et al. 


We Bind The Traffic World 


A RBS RRM eS RRR 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. LEONARD & CO. 


155 N. Clark St., Chicago 15 E. 26th St., New York 







MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Lecated in Heart of Railread District and Jebbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


689 South Front Street, MEMPHIS, TENN. 


Chicago's and ienens City’s Most Rodionn Puntheuns , 
MERCHANDISE STORAGE and 
| Re Certoad POOL CAR CAR DISTRIBUTION 


| Croons Te TERMINAL WaREHousES 


ponearnantnata ILL. 


WASHINGTON, D. C. 


When in Washington, Eat Well Seasoned, Home Cooked Food at 
THE AVENUE CROWN 
Across the Street from I. C. C. BLDG. 
ee | ee 1727 Penna. Avenue N. W. 
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o fate 
d Ste . e 
cam Tariff Files 
(Further TABLE OF CONTENTS 
ments in 
14 feet of solid 
tariffs in this 
Automatic Tariff 
Examiner Filing Desk and 
—_—_—_—_———OO every one in- 
N so far stantly available 
eS, rules, without moving 
insporta- from your chair. 
. . J e 
ot al The Visible Vertical Files 
I a a aati te ial 687 
Only the Automatic “V” Expanding Tariff Files 
CURRENT TOPICS IN WASHINGTON. ...........cccccecsceeceees 691 


give you these features of service. 
Every tariff and supplement instantly available. 


DECISIONS OF THE COMMISSION: n ; I 
You can remove or replace any issue without dis- 


Peaslee-Gaulbert Co. of Ga. et al. vs. A. & W. P. et al.; case 
SE ME a hchdighbdcdedainkpsckibienheghtechextoeters 693 turbing others. 
Southern Transportation Co. et al. vs. N. & W. et al.; case on You can read the whole front form of any tariff 
c CN sive diecaananicae cas veers padwbhas dein th adsoedasaan " 
Cottonseed, carloads, from La. Ry. & Nav. Co. stations to right in the file. Self indexing is only one advan 
Shreveport and Bossier City, La.; I. and S. 3035............6+ 693 tage of the Automatic “V” Expansion. 
lola Coment Mitte Traffic Assn. et al. vs. A. & V. et al.; case - A gentle push to close the drawer an all tariffs 
» COMMON ccccccccccccccccccscccscceesccccccccenseeeccese 
are safely compressed, Automatically, in the least 
PROPOSED REPORTS IN I. C. C. CASES............. ecechainin 697 space. —* ’ 
Present users of Automatic “V” Expanding Tar- 
MISCELLANEOUS TRAFFIC DECISIONS....................0005 705 iff Files find that these features speed up filing and 


reference, make filing 



















FREIGHT RATES (Article No. 41)—By G. Lloyd Wilson......... 707 more accurate, reference 
easier, and give 25% 
THE OPEN FORUM COHCOHHESOOHHHOHE ECHL ENECEHH ESSEC EOE SESE OSES EOSELEL ESE 711 greater filing space in 
Ny cu den setewt ssid dikubs seis cdeece 713 the homage floor space and 
cabinet height. 
GURBTOIOUNS ADU ADIGUUTIID........0.cccccccccsccensvcceeccccecies 716 Find out what the 
Automatic Tariff File 
PERSONAL NEWS AND NOTEG................c-ceccecceecceees 726 could do for you. Send 
for complete description 
ON i IE oS coi eniig aemelltel ss euces indansnescuaieas 730 and the evidence from 
users of all kinds. 
DOCKET OF THE COMMISSION..............cccceeccecceecceuccs 734 


The Popular 
Automatic Counter- 
Hy h File—handles 

feet of solid 
1. No. 3500T 
Counter-High Tariff File, 42 in. high, 
11% wide, 24% deep. Bolt together into 
solid appearing continuous counters. 
Contains 3 Automatic V Expanding 
Tariff Files. 


THE TRAFFIC SERVICE CORPORATION 








a CHICAGO 
BUILDING 418-430 S. MARKET 8T. ' i 
— — 5 ae The Automatic File & Index Co. 
E. 10th Street, Green Bay, Wisconsin 
at Factory Branch 
Displays at 
New York 
Chicago 
y Philadelphia 
Milwaukee 
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“A Good Story 
about the ERIE” 


The Erie Railroad does not regard Claims 
and Apologies as substitutes for Service, But 
when, in the course of human events, a Shipper 
is entitled to a Claim, it is handled cheerfully, 
with uniform practice, and paid promptly. 

“Never were we given such prompt and 
efficient service on any of our claims by any 
other railroad,” writes Mr. B. L. Buelterman, 
assistant sales manager of The Bishopric Man- 
ufacturing Company, of Cincinnati. “The Erie 
Railroad is to be complimented.” 

Erie Service of today is reducing the necessity 
for claims to a new record minimum. 


nip 
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Offers a Highly 
Developed Freight Service 


BETWEEN 


The New England States and the South 
and West—Eastern Canada and all points 
South. Close affiliation with the lines listed 
below makes this an ideal route for the 
rapid movement of shipments. 

Canadian Pacific Railway 


Canadian National Railways | via Rouses Point, N. Y. 
Quebec, Montreal & Southern. ... 


Boston & Maine via Mechanicville, N.Y. 
Boston & Albany via Albany, N. Y. 


Pennsylvania ‘ 
Lehigh Valley via Wilkes-Barre, Pa. 
Central R. R. of N. J. 


£ acheuameen } via Binghamton, N. Y. 
Lehigh Valley via Owego, N. Y. 
And Their Connections. 


/ ; iN Sa 4 /. Our nearest representative will, if given opportunity, render you 


“Uine iiss ¢ HUD If HELPFUL SERVICE 


All D. & H. Traffic Agencies are furnished information daily relative 
f ; to junction passings. The Agency nearest you will keep you advised 
k eee, WWI’ A of the progress of your urgent carload shipments if requested to do so. 


In OR on oe & 
eA) iin, ear a i ' DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 
POUL WL The ALE uae ae Se , N. ¥.—Telephone. 3-11-41 -_ 

yn | } 4 | a asa om ep one ONEONTA, N. Y.—Telephone 1500 
| =A 


. W. Ackley, Division Freight Agent, 
191 Main Street 


< .* uilding 
C. F. Beck, General Eastern Freight Agent, 
\ ae rs is! 8. D&H Building r - oe PA.—Telephone Rittenhouse 


SN ee St ken W. H. Chase, General Southern Freight Agent, 
1420-26 South Penn Square 
BOSTON, MASS.—Telephone Liberty 4106-4107 
F. H. Wheeler, New England Freight Agent, PITTSBURG, PA.—Telephone Grant 5516 
429-430 Chamber ef Commerce Building H. W. Haas, General Agent, Freight Dept., 
BUFFALO, N. Y.—Telephene Seneca 0853 518-514 Bessemer Building 
Jas, Vandenberge, General Agent, Freight Dept., PLATTSBURG, N. Y.—Telephone 698 
722 Ellicott Square Building E. H. Dew, Division Freight Agent, 
CHICAGO, ILL.—Telephone Wabash 8994 101 Bridge Street 
PR EF” Deeley SCRANTON, PA.—Telephone Bell 2-8751 
327 Seuth La Salle St. 4 Jd. Son h oe | ae Agent, 
MONTREAL, QUE.—Telephone Uptown 7424 
James Fitzsimens, General Canadian Freight Agent, ST. LOUIS, MO.—Telephone Chestnut 9178 
106 Drummond Bldg., 1117 St; Catherine St., West J. B. ee og = | fowt. Freight Dept., 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 1021-1022 Pierce ng 
5649 TROY, N. Y.—Telephone 765 
C. G. Howland, General Agent, Freight Dept., F. J. Forster, Division Freight Agent, 
1446-48 Woolwerth Building, 233 Broadway Union Station 


W. G. Story, General Freight Agent, Albany, N. Y. 

F. N. Hiller, Asst. Gen. Freight Agent, Albany, N. Y. 
Max V. Beckstedt, Asst. Gen. Freight Agent, Albany, N. Y. 
Jas. A. Flanders, Jr., Asst. Gen. Freight Agent, ‘Albany, N. Y. 
F. W. Nyland, Coal Freight Agent, Albany, N. Y. 

C. E. Relfe, Assistant General Traffic Manager, Albany, N. Y. 
L. F. Perry, Assistant te General Traffic Manager, Albany, N. Y. 


w. J. MULLIN, J. T. LOREE, 
General Traffic Manager Vice-President and General Manager 
ROUTE OF ALBANY, N. Y. 
THE MONTREAL LIMITED—Popular Short Way between New York and Montreal 
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“Short cut” your products into the great markets of 
the Orient by taking advantage of the Seattle Short 
Route. This route, 1,000 or more miles shorter to 
the principal Oriental ports than any other, affords 
a quick, direct approach to the tremendous markets 
of the Far East — and time is a vital factor in con- 
trolling markets in these days of keen competition. 







Not only does this route make possible quicker and 
more propitious deliveries, but there is a proportion- 
ate saving in shipping expense. Savings of from a 
day to a week in “in transit” time mean appreciable 
savings in insurance and interest charges. Further 
economies are effected by low storage and insurance 
rates on public docks and the abolition of wharfage 
charges on trans-continental cargo within ten days. 











Why not profit by the advantages this route affords 
you? 


For specific information address: 
Traffic Department 






MILES 


E TO YOKOHAMA, 42155 


— OHAMA 
4799 Mites wemencane ---- 


“Short Cut” Your Products 
Into Your Oriental Markets 





iY 


(; 


Up-to-the-minute equipment 
of the Port of Seattle in- 
sures greatest dispatch in 
transfer of cargo from car 
to ship. Anything from a 
hundred ton locomotive to 
a bale of matting can be 
handled with equal facility 
and dispatch. Six trans- 
continental railroads and 
seven trans-Pacific steam- 
ship lines serve the Port 
of Seattle. 














Bell Street Terminal 
SEATTLE, WASHINGTON 












aR) SEATTLE 


FRANCISCO 
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The Rush Shipment “VE 
for the Special Sale WA 







By MAC 
Shippers’ Traffic Man 








One of our customers in the Northwest bought 
goods for his big special sale and advertised them 
before they were shipped. That’s the way they do 
things these days. 








We routed over the Soo Line from Chicago west, 
and I was almighty glad I did. The Boss was on 
my neck often, wanting to know where those goods 
were. 










They arrived on time. But the big thing to me 
during those hectic days was that I could get 
quickly from the Soo Line representative the 
needed information about where that shipment 
was and when it was due to arrive. That was 
service and then some. 


How did he do it? Why, the Soo Line takes ex- 
tra care in collecting their passing reports; and 
I'll tell the busy world that information was a big 
help to me. 

















To avoid delay, shipments for Canadian 
destinations must be accompanied by ship- 
ers’ export declaration made in triplicate. 
his document must be delivered to railroad 
agent at initial point with the shipment and 
QA WINNIPEG accompany same to Canadian port of entry. 
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ALWAYS DEPENDABLE 
FREIGHT SERVICE 






SAINT PAUL 






MILWAUKEE 






AGENCIES 






CHICAGO 















Boston, Mass., 40 Central St. Los les, Cal., 530 Van Nuys Bidg. St. Louis, Mo., 2050 Railway 
Buffalo, ‘N. ¥., 504 Iroquois Memp Tenn., Porter Bidg. Exch, A 
’ Bldg. Milwaukee, Wis., 68 East Wisconsin Ave. St. Paul inn., 1112 Merchants National 
Chicago, Ill., 1630 Bankers Bidg., Clark and Adams. Minneapolis, Minn., Soo Line Bldg., 5th Bank Bldg. 
Chippewa Falls, Wis. St. and, Marquette Ave. San Francisco, Cal., 681 Market St. 
Cincinnati, O., 709 Traction Bldg. Neenah, Wis. Sault Ste. Marie, Mich. 
Cleveland, O., 915 Union Trust id. New York, N. Y., 1550 Woolworth Bldg. Seattle, Wash., 5564 Stuart Bile, 
= | Detroit, Mich., 2243 First National Bank Bldg. Omaha, Neb., 725-26 W. O. W. Bldg. Spokane, Wash., 1006 Old Nat’l Bank Bldg. 
Duluth, Minn., 408 West Superior St. Passaic, N. j. 250 Bloomfield Ave. Superior, Wis. ; 
Grand Rapids, Mich. 1001 Grand Rapids Trust Bldg. Philadelphia, Pa., 1500 Locust St. Tacoma, Wash., 1113 Pacific Ave. 
Indianapolis, Ind., 430 Merchants Bank Bidg. Pittsburgh, Pa., 2041 Oliver Bldg. Waukesha, Wis. 
5 Kansas City, Mo., 723 Walnut St. Portland, Ore., 3rd and Pine Sts. Winnipeg, Man., 603-604 Lombard Bldg. 
cae 


ROUTE YOUR FREIGHT - - - CARE SOO LINE 








Total Rail Lines 
16,726.69 
Miles 


Total Water 
Lines 
3,825 Miles 


(Continued from September 15th issue) 
CHAPTER VIII. 


Work Begins at Sacramento and 
Opposition Develops 

The Central Pacific Rail- 
road Company agreed to 
carry out the requirements 
of the Pacific Railroad bill, 
and on December 3, 1862, 
filed formal acceptance. 
On December 27, 1862, con- 
tract for the first eighteen miles of con- 
struction was given to Charles Crocker & 
Co., and on January 9, 1863, the work 
of construction was formally begun. 

Charles Crocker retired 
from the Board of Direc- 
tors and was given the 
title of general superin- 
tendent. His brother, E. 
B. Crocker, a Sacramento 
attorney, who was also 
attorney for the company, 
took his place on the di- 


rectorate. 

No sooner was it evi- 
dent that the Sacramento 
merchants really in- 
tended to build a railroad 
than there developed in 
California the most tre- 
mendous opposition to 
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the enterprise. (3 tS) | 
While the Pacific Rail- icieY 
Where they reach 






road was merely a foot- 
ball of politics, as it had 
been since 1832, its de- 
sirability was never questioned. The only 
difference of opinion was as to how it 
should be built and the route it should 
take. As soon as these details were de- 
cided and the Pacific Railroad bill passed 
there came a change. The Central Pa- 
cific Railroad of California in operation 
would dominate and revolutionize in the 
West the business of carrying freight, 
passengers, and mail. Men interested 
in established transportation activities 


awoke to a realization of the effect the 
railroad might have on their personal 
affairs. 

Congress required that the Central Pa- 
cific should build a telepraph line as well 
as a railroad. This aroused the antago- 
nism of the existing telegraph companies. 

It was also required that the railroad 
should reach San Francisco. This meant 


competition for the Steam Navigation 
Company and the clipper ship owners. 
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FROM TRAIL TO RAIL 


A History of Southern Pacific 


The railroad was to cross the Sierra 
Nevada Mountains and connect with the 
line to the east. This aroused the Pacific 
Mail Steamship Company and the Sacra- 
mento Valley Railroad Company. The 
latter operated a railroad from Sacra- 
mento eastward about 40 miles. 


A line across the continent was also 
feared by the stage companies and ex- 
press companies, the Pony Express and 
the toll roads, all of which would have to 
give way before the iron horse. They all 
joined the opposition. 

Contractors who had been supplying 
the various army posts and Indian agen- 
cies lent their influence with the others 
to block the progress of the railroad. 

All these interests combined influenced 
the press and politicians. A campaign 









@ OFF LINE AGENCIES 
© GATEWAYS 








of interference was started which ex- 
tended to the money centers of the East, 
Germany, France and England with the 
purpose of injuring the credit of the as- 
sociates and preventing their raising 
money to build the road. The general be- 
lief that the construction of a railroad 
across the Sierra was impracticable lent 
strength to the opposition. 


Prominent among opponents of the rail- 
road was the Sitka Ice Company, which 
had been bringing ice down from Sitka, 
Alaska, and selling it to San Francisco 
at 5c a pound. This business netted the 
ice company a profit of about $75 a ton, 
which they enjoyed until the new rail- 
road opened the way to the lakes of the 
high Sierra. It was estimated that by 
breaking the Sitka Ice Company’s mo- 
nopoly the Central Pacific saved San 
Francisco alone $600,000 a year. 

Another influence against the railroad 
was the Overland Stage Company, which 
received from the government $1,800,000 
(Advertisement) 


N PACIFIC LINES 










a year for carrying the United States 
mail. 

These interests combined to fight the 
railroad in the money markets, through 
the press and by means of hostile legis. 
lation in the legislatures of both Califor. 
nia and Nevada. 


Even a year after construction started, 
May 14, 1864, the “Alta California,” one 
of San Francisco’s leading newspapers, 
gave prominence to a communication 
signed “Phoenix,” which ‘said: “The 
first 50 miles will exhaust all their re. 
sources. If all the counties subscribed, 
together with state and federal aid, it 
does not require much foresight to pre- 
dict that the company will stop at the 
end, or nearly so, of the first 50 miles, 
which, I think, is 22 miles of Dutch Flat. 
The toll wagon road may 
run down to meet the 
railroad but it is doubtful 
whether the railroad will 
go farther than the 20 
miles to meet the wagon 
road.” 

Opposition was mani- 
fested as soon as the 
company attempted to 
sell stock. Marcus D. 
Boruck, who was engaged 
to sell Central Pacific 
shares in San Francisco, 
testified before the Pa- 
cific Railway Commission 
that during the latter 
part of 1862 and the first 
part of 1863 he opened an 
office in San Francisco at 
the corner of Bush and 
Montgomery streets and 
kept it open for 22 days, 
and in all got three sub- 


Where to reach them scriptions of 15 shares. 
In testifying as to the 
company’s financial diffi- 
culties at this time, Bo- 
ruck said: “In the first place, there 


was but a single newspaper in the 
city of San Francisco which favored 
them, and, I think, one or two outside 
of San Francisco. It was a very diff- 
cult matter for them to raise money 
from the moneyed men and they had 
to go along very slowly and do the 
best they could. As to the inside details 
of how they secured money to carry on 
the road, that I do not know anything 
about. They had a great many obstacles 


to contend with. The telegraph company 
was opposing them because they had to 
construct a telegraph line, the stage com- 
panies opposed them, the Pacific Mail 
Company opposed them, and the newspa- 
pers opposed them. I know that at one 
time it was a close call whether they 
would be able to prosecute the work at 
all. I know at one time for, I think, 17 
days, they had not a dollar in the treas- 
ury with which to prosecute their work. 


(To be continued in October 13th issue) 
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